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INDEX 
in index to the seventy-seventh volume of THE RAILWAy 
GAZETTE covering the issues from July 3 to December 25, 1942, 
been prepared, and is now available free of charge on appli- 
the Publisher 


on to 


DIESEL RAILWAY TRACTION SUPPLEMENT 
The January ‘issue of THe RatLway GAZETTE Supplement, 
lustrating and describing developments in Diesel Railway 
Traction, is now ready, price 1s. 


POSTING ‘‘ THE RAILWAY GAZETTE” OVERSEAS 
We would remind our readers that there are many 
untries to which it is not permissible for private individuals to 
end printed journals and newspapers. THE RAILWAY GAZETTI 
esses the necessary permit and facilities for such dispatch. 
We would emphasise that copies addressed to places in Great 
tain should not be re-directed to places overseas 


overseas 


REDUCTION IN SIZE OF PAGE 


To economise in paper our readers will observe a slight reduc- 


n in the size of THe RAILWAY GAZETTE in that the size of the 
ize has been reduced from 9 in. X 12 in. to 84 im. X 11} iM. 
The type area of the page remains the same, namely, 7 in. X 
10 2 hut the surrounding margins have been reduced. This 


detracts from the appearance of the paper, but is one 
the exigencies of the war 


uyse 


TO CALLERS AND TELEPHONERS 


Until further notice our office hours are: 
Mondays to Fridays 9.30 a.m. till 4 p.m 
The office ts closed on Saturdays 


ANSWERS TO ENQUIRIES 
yveason of staff shortage due to enlistment, we regret that 
no longer possible for us to answer enquiries involving 
arch, or to supply dates when articles appeared in back 
nbers, either by telephone or by letter 


>) 


ERRORS, PAPER, AND PRINTING 
Owing to shortage of staff and altered printing arrangements 
lue to the war, and less time available for proof reading, we 
isk our readers’ indulgence for typographical and other errors 
they may observe from time to time, also for poorer paper and 
printing compared with pre-war standards 
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Transport in the New Year 


N the year which is now opening the demands on the trans- 
port system of this country will undoubtedly reach their 
peak, and will call for a continuance and extension of the 
redoubtable efforts which have been made by all sections of the 
industry since the outbreak of war. Over the past few weeks 
there has been no diminution in the volume of traffic, which, 
indeed, has continued to rise. During the Christmas period 
passenger travel, although heavy, particularly in some sections 
of the railway system, gave evidence of a considerable response 
by the public to the appeals which had been made to it not to 
choke the rails which were needed for the movement of essential 
wartime traffic. The Minister of War Transport, in a message 
to workers in the industry for which he is responsible, has 
expressed his thanks for the great efforts which have been 
made in the past twelve months, and points out that the offen- 
sive action begun last year will be continued in 1943 with 
increasing vigour, and as the pace of war quickens so also must 
the pace of transport. The messages which have been addressed 
to transport employees by other leaders in the industry, all have 
the same note of preparation for greater endeavours in the 
current year towards fulfilment of the final supreme national 
effort, which necessarily must be a prelude to the victory. The 
strain which has been placed on all sections of the transport 
industry during 1942 has been very great, and the time has not 
yet come when it is possible to foresee any alleviation in their 
labours. Nevertheless, they have the satisfaction of knowing 
that their work is among the most vital to the nation at the 
present time, and that they are playing not only an essential 
but, in many cases, a front-line part in the present conflict. 


U.S. Locomotives in Great Britain 


The American-built austerity locomotives which have arrived 
in this country, details of which were given in our December 11 
issue, have received wide publicity. In some sections of the 
daily press, however, it has been stated that these locomotives 
ire the first American-built railway engines to enter British ser- 
vice—a statement which, although no doubt calculated to show 
the effective working of Anglo-American relations at the present 
time, is very far from the facts, as in some cases members of 
the public have not been slow to point out. More than 100 
years ago, in 1840, locomotives built by the firm of Norris of 
Philadelphia, were at work hauling trains up the Lickey Incline 
on the former Midland Railway, and some were still in use in 
1860. In more recent times, in 1899 and 1900, a number of 
2-6-0 ‘locomotives built in the United States, were put to work 
on the former Midland, Great Northern, and Great Central 
Railways. During the last war, the Baldwin locomotive works 
of Philadelphia built a number of 4-6-0 tank engines for use on 
light railways on the French and other fronts, and, after the 
cessation of hostilities a number of these was bought from the 
Disposal Board for use on certain light railways, and for similar 
purposes. The Ashover Light Railway had six of these loco- 
motives, and among other light railways in this country to use 
American locomotives, of a much earlier period, was. the 
Lynton & Barnstaple, which was dismantled in 1936. That 
undertaking used a Baldwin 2-4-2 tank engine which had been 


built in 1899. Some of the South Wales railways also had 
U.S.A. engines. 
222 


The late Sir Herbert Blain 


Although nearly two decades have passed since the retirement 
from the sphere of transport of Sir Herbert Edwin Blain, whose 
death on December 16 in his 73rd year we record with regret, 
his long and honourable record in the sphere of urban transport 
is still remembered. He was born at Liverpool on May 14, 1870, 
ind entered the employment of the Liverpool Corporation, in 
which service he became Principal Traffic Assistant to the Cor- 
poration Tramways. He came to London in 1903 as the first 
[Tramways Manager to West Ham Corporation, and, while in 
municipal service, was for several years a member of the execu- 
tive of the Municipal Tramways Association (now the Municipal 
Passenger Transport Association), and was its President in 
1911-12. Mr. Blain transferred his services to company-operated 
transport in June, 1913, when he became Purchasing Agent to 
the old Underground group. In October of the same year he 
was appointed Operating Manager of the bus section—the then 
recently-acquired London General Omnibus Co. Ltd.—and in 
January, 1915, was given the post of Operating Manager for 
the whole of the Underground system, comprising railways, 
buses, and tramways. At the end of January, 1921, he was 
appointed an Assistant Managing Director at the same time 
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that the late Mr. Frank Pick was appointed to.a similar office; 
Mr. Blain was concerned more particularly with operating activi- 
ties: In May of the same year he went to Canada and the 
United States, visiting many important cities to study their 
transport methods and advising the Toronto Transportation 
Commission on its transport problems. ‘Mr. Blain was con- 
nected with many important developments, ‘including the inaugu- 
ration of the London ‘‘ Safety First ’’ movement, of which he 
was from the beginning. one of the Joint Honorary Secretaries 
ind subsequently Chairman of the council. He also took a 
leading part in the formation of the Institute of Transport, of 
which he was Honorary Secretary until October, 1923. On his 
retirement from transport early’ in 1924; he was elected the first 
Honorary Member of the institute. His severance from. transport 


was a result of his decision to devote himself entirely to 
politics, and ‘he was appointed Principal Agent of the Conserva- 
tive & Unionist Party, a post he held for three years, during 
which he did valuable work. He was created a Knight in the 
King’s Birthday Honours in 1925: 

sas um 


Railway Talks to the Forces 


rhe Regional Committees for Education among H.M. Forces 
frequently include railway subjects among the lectures they 
arrange: Mr. H. G.. Davis, a member of. the Southern Railway 


Public. Relations Department, has addressed 127 audiences, 
involving 9,000 personnel, and to give these talks has travelled 
3,600 miles in 13 months. The lectures have been given in many 
parts of the country, sometimes with the minimum of amenities 
for a talk which is illustrated by a portable film slide projector. 


[he talk usually lasts about 45 min., during which time the 
building of locomotives and rolling stock, erection of famous 


bridges, the laying of permanent way, colour lights, signalling, 
electrification, railway docks, and so forth, are dealt with to an 
audience which is always appreciative and ever ready with a 
variety of questions after the discourse, ranging from ‘‘ What 
type of ball bearings are used on a locomotive turntahle?’’ to 
‘‘ What happens. when the communication cord is pulled?’’ The 
lecturer has met with very little criticism of the railways in the 
course of these talks, and never with destructive criticism 
Generally he has found that there is a widespread appreciation of 
the way in which the railway companies are carrying on under 
difficulties resulting from war conditions, and there is also a 
general desire to hear why certain things are done or not done. 
Some of Mr. Davis’s impressions, formed during his lectures, jare 
given at page 21 


Urban Transit in London and New York 


One of the most striking features of a comparison between 
urban passenger transport methods in London and New York 
is that New York conveys some 60 per cent. of its passengers 
by rail, compared with 12 per cent. in London. Both figures 
exclude the heavy suburban traffics carried by the main-line rail- 
ways. The New York rapid transit railways normally convey 
nearly 2,000,000,000 passengers per annum, against under 
500,000,000 in and around London. Before the outbreak of war. 
59 per cent. of London local passengers were conveyed by bus, 
against 21 per cent. in New York; and 14 per cent. in London 
by tram, against 19 per cent. in New York. In London, the 
15 per cent. was accounted for by trolleybus passen- 
gers, against virtually nil in New York, where there are but 
8 trolleybuses. Nevertheless, the common tendency of both 
cities is to dispense with tram rails as soon as possible, but the 
war has retarded such developments. The ‘New York Trans 
portation Board (which forms the subject of an article and large 
folding map in this issue) has no monopoly of urban transit, 
although it now owns all the underground and elevated rail- 
ways. Of its own passengers, some 844 per cent. are carried by 
rail; 10 per cent. by tram; and 5} per cent. by bus. 


balance of 


, Coming- of-Age of Long-Distance Coaches 


It is a coincidence that last year, which marked the coming-of- 
age of the long-distance coach service, should have seen the virtual 
suspension of all such facilities. The pioneer company was the 
3irmingham & Midland Motor Omnibus Co. Ltd. (now a railway 
associate) which, in May, 1921, began regular daily services from 
Birmingham to Weston-super-Mare, and to Llandudno via Rhyl 
and Colwyn Bay, worked by Tilling-Stevens solid-tyred saloon 
buses fitted with basket-carriers for conveying luggage on the 
roofs. Service numbers (200-1) were allocated, and the buses 
displayed the usual destination boards, front, side, and back, 
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although these were painted in a more distinctive style than 
usual, with gilt lettering on a dark green ground. Some fou 
years later pneumatic tyres were fitted. The Llandudno service 
carried more intermediate traffic than the Weston-super-Mare 
route, and, even during the first season, 1921, was run right up 
to November. With other routes between the Midlands and the 
South West, the Weston-super-Mare route became part of the 
Associated Motorways system in 1934; it still conveyed such 
heavy traffic as to justify the operation of daily seasonal timings 
by the direct route via Gloucester, in addition to the connectin 
services via Cheltenham. The Llandudno route remained ind: 
pendent and was augmented by two additional daily services by 
different routes, via Llangollen and via Ellesmere; the latter 
linked up with London—Birmingham timings so as to provide 
through bookings from London to Rhyl, Colwyn Bay, Llan- 
dudno, and other points on the North Wales coast, which proved 
extremely popular, but had to be abandoned with the outbreak 
of war, although a few journeys were run in the early summer of 
1940. The original route between Birmingham and Llandudno 
via Whitchurch, Rhyl, and Colwyn Bay was allowed to con- 
tinue during the summer of 1940 and. was extremely well 
patronised, but was discontinued in September, 1940. The 
Weston-super-Mare service was suspended in September, 1942 
The company hopes that all its long-distance coach services will 
be resumed immediately conditions permit. 


go 
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Central Uruguay Railway 

\ total income of £186,635 was secured by this company in the 
year ended June 30, 1942, which was sufficient to cover the full 
interest on the 4} per cent. first debenture stock, to enable £113,457 
to be appropriated on account of renewals, and to provide for ex 
change differences and a contribution to London office pension fund 
leaving a credit balance of £12,616 to be carried forward. The 
renewals position is, however, very serious, and in view of this and 
of the fact that interest on the £3,740,000 of 5 per cent. second 
debenture stock, hitherto payable only out of profits, becomes 
cumulative as from July 1, 1942, the directors are asking for a 
moratorium on all debenture interest payments. Below are some 
comparative figures 


1940 41 1941-42 
Passengers p 5,026,128 4,901,976 
Public goods, tons 969,327 1,060,174 
Operating ratio, per cent. 86-61 87-47 

£ £ 

Gross receipts 1,254,826 1,351,279 
Working expenses 1,086,745 1,182,065 
Net receipts 168,081 169,214 


Of the increase of £95,320 in working expenses higher fuel costs 
accounted for £63,747 and increased wages for £18,340. Because of 
a reduction in the quota of fuel oil, some engines have been con- 
verted to burn coal and some to burn wood but these alternative 
fuels, the supply of which is problematical, can only replace in part 
the loss of tractive power caused by the reduced fuel oil supply 
Passenger fares were increased as from November 15, 1942, and 
advances in goods and live stock rates will come into force on January 
15, 1943. 
sas ae 

Transport in Eire may Cease 

For some time, the major difficulty with the internal economy 
of Eire has been the provision of even the minimum public 
transport to maintain the ordered life of the country. During 
the past year the railway coal supplies have never been mare 
than sufficient for two or three weeks, but the efficiency of the 
skeleton railway service has recently improved, partly by reason 
of intensive effort on the part of the railway workers. Road 
transport has contracted to one quarter of its pre-war level, and 
fuel difficulties and tyre shortage have brought the possibility 
of complete stoppage within the range of practical politics in the 
immediate future. Speaking at Inchicore on November 23, the 
Minister for Supplies (Mr. Sean Lemass) said that, if the restric- 
tions, though irritating, were relaxed, there was the danger of 
‘““a sudden and terrible. change in the present conditions.’’ 
Supplies from overseas are contracting, irrespective of the ability 
to pay for them, and all types of transport equipment are impos- 
sible to obtain. 


The U.S. Oil Transport Problem 


One of the major problems that American railways have had 
to face since the outbreak of war is the movement of oil from 


the oilfields of the Middle West and Southern States to the 
cities of the eastern seaboard. This traffic has been forced on 
the railways by the shortage of tankers and the submarine 
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menace, both of which have diverted the oil from the normal 
sea routes. The railways were estimated in 1941 as capable of 
moving a maximum of 200,000 to 275,000 barrels of oil a day. 
With careful organisation, they haye succeeded in achieving the 
supposedly impossible feat of moving over 800,000 barrels of oil 


a day; this figure was first reached in the week ended July 25, 
and had risen to 809,430 barrels daily in the week ended 
August 8. The 31 oil companies concerned reported that in a 


single week they loaded 29,681 wagons carrying in all 5,666,000 
barrels. This unprecedented movement has been achieved 
largely by assembling the oil tank wagons into ‘‘ block ’’ trains 
of 50 to 100 wagons; at least 300 of these trains are in move- 
ment at any one time. Over journeys ranging from 1,865 to 
2,530 miles, the average speeds range from 18 to 21 m.p.h., and 
the round trip time, full on the forward journey and empty on 
the return, averages 17 days. A total of 78 train schedules has 
been laid down, between about 30 receiving points in the oil- 
fields and 30 distribution points in the north-east, over a number 

alternative routes in which many railways participate in a 
most admirable example of co-operative enterprise; about 150,000 
bogie tank wagons in all are in use, 125,000 of which belong 
to petroleum and to leasing companies. The need is not yet fully 
met, however, and new expedients are being tried to increase 
the number of wagons available for oil transport. One is the 
use of box wagons containing six ‘‘ cells’’ made of a synthetic 
rubber product named Mareng; a common pipe through the roof 
of the wagon feeds all six containers, which have a combined 
ipacity of 15,000 gal., and a single discharge unloads all the 
mtainers simultaneously. The cells are collapsible, and there 
ire possibilities of two-way traffic by stacking them for the 
return journey so that the wagons may be used for other 
purposes. 


Choice of the Red Light for Danger 


rhe B.B.C. Brains Trust was recently asked why the red 
light was chosen as the danger signal on railways. The colour 
red for many ages almost instinctively has been given a warning 
significance and its association with the glow of fire seen at a 
distance and perhaps with blood also may have had something 
to do with this. To adopt the red light for danger on railways 
would naturally follow, particularly when green and white were 
considered as the only other two colours sufficiently distinctive 
for use there. White would not do for obvious reasons, as a 
regular danger signal and red more readily arrests attention than 
green and is visible at a greater distance. Apart from a singular 
case On a private goods line we have never heard of a red light 
being used for “‘ allright ’’ on railways, although we have heard 
of it in harbour signalling. There have been a few instances of 
green being used for danger and white for allright in fixed 
signals; red is then kept for a special danger signal. This was the 
ise at first on the Paris Metropolitan Railway. Red, green, 
and white were the usual danger, caution, and allright signals 
for many years on main lines almost everywheye. The Paris- 
Orleans Railway, however, in its earliest years had white for 
caution and green for allright, but later changed its practice to 
igree with that of the other French lines, probably in the late 
seventies. 


Some Early Streamliners 

rhe spate of streamlined steam locomotives built in various 
parts of the world during the last seven or eight years has 
focussed little attention on several experiments undertaken much 
earlier, at a time when top speeds rarely exceeded 60 to 70 
m.p.h. The old “‘ wind-cutter’’ cabs so popular at one time on 
the old P.L.M. and Bavarian State Railways cannot be con- 
sidered as streamlining in any form. They date from 1894, but 
ten years earlier Estrade carried out some tests in France, and 
was followed in 1886 by Ricour, on the Etat, who claimed that 
it 100 km.p.h. (62 m.p.h.) his form of streamlining produced a 
saving in power of 10 per cent. Chapelon has recorded that 
some investigations into streamlining were made in 1855 by 
MM. Blavier and Larpent, but nothing seems to be known of 
the details. To eliminate the head air resistance of the cab, a 
locomotive in France streamlined by Thuile in 1900 had the 
lriving position in front, and this arrangement was adopted 
ilso for the once-celebrated 4-4-4 Wittfeld locomotive built by 
Henschel in 1904 for the Prussian State Railways, and which a 
year or two later attained a speed of 85/87 m.p.h. On the 
other hand, a Maffei 4-4-4 express streamlined engine built for 
the Bavarian State Railways in 1906 had a ‘‘ wind-cutter ’’ cab 
the usual place at the rear. After that, no further experiments 
with aerodynamical shrouds appear to have been conducted for 
25 years or more; that is, not until the preliminary work for 
the present-day high-speed passenger designs was inaugurated in 
England, France, and Germany. 
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Transport and Total War 


N a book that has just been published entitled ‘‘ Transporta- 
tion and Total War,’’* the author, Mr. Patrick C. Young, 
is not at all satisfied that the railways and public road transport 
are providing the best possible service for war requirements. 
He sets out his reasons for that view and proceeds to give his 
remedies. All concerned in transport will therefore read his book 
with interest Mr. Young will naturally expect what he says 
to be examined critically in order that his conclusions may be 
fairly judged. The faults he finds with the existing arrange- 
ments may be summarised as follow:—The railways and road 
transport are each concentrating on the traffic each was dealing 
with before the war and there has been no effective co-ordination 
of the two means of transport. If there were scientific planning 
on a comprehensive basis by a superior form of control it would 
be possible to effect greater improvement than in any other 
sphere. The evidence Mr. Young produces to support his con- 
tention is not detailed, and most of the book is taken up with 
the author’s remedies. The faults he finds are—after the last war 
when road transport appeared, co-ordination was the last thing 
the railways wanted; road transport.grew up like a jungle; no 
attempt was made to assign to each the functions it was best 
suited to perform; railway services up to the outbreak of war 
and since had not changed much from those at the beginning of 
the century; to a very large extent rail and road operated on 
parallel routes competing for the same business and nothing was 
done to transfer traffic between one and the other. For these 
reasons, says Mr. Young, today in war the nation is not getting 
the best out of its transport system and it is necessary to 
replan. 

To anyone actively concerned with transport at the present 
time the unreality of this evidence will be apparent. Much of 
what Mr. Young says about the position before the war is 
clearly unsound—the railways were more concerned to secure 
co-ordination than was Parliament, as may even be instanced 
by the events leading to the Railways Act, 1921; railway services 
were tremendously improved; and methods of interchanging 
traffic between rail and road were developed on a large scale. 
It is true these steps did not satisfy the railways and they never 
stopped saying so. The war has completely changed the picture, 
and to examine present arrangements in the light of pre-war 
conditions is a false premise. The railways have always been a 
flexible machine and war requirements have transformed them 
out of pre-war recognition. It is difficult to see that any prac- 
ticable scheme for reorganising railways and road transport at 
this time could increase the transport output of these systems 
and at the same time meet the Government’s demand for the 
greatest economy of petrol and rubber. On the contrary, the 
likelihood is that output would be reduced. 

This makes Mr. Young’s plan all the more interesting and we 
may summarise it thus:—(1) The key to a more satisfactory 
division of function is the price charged for the use of transport. 
The ‘‘ wartime ’’ expenses (that is largely the variable expenses 
in performing a particular service) of transporting passengers and 
goods by rail and road should be ascertained and a new system 
of fares and rates devised to cover these. The charges would be 
simplified, but there would be no change in the general level of 
rates and fares, although adjustments would be made within it 
to conform to the ascertained ‘‘ wartime ’’ expenses for different 
services. The effect would be that some rates would be increased 
and some decreased, but these would be justified as an induce- 
ment to the transport user to travel or send his traffic by the 
most economical route; thus the combined gross earnings from 
rail and road would remain unchanged or would be increased. 
The analysis of the ‘‘ wartime’’ expenses would also show 
which services were the more economical and these would be 
provided and, where possible, the less economical would be 
withdrawn. Mr. Young states that ‘‘ the simplification of rates 
and fares is merely a means to an end. That end is to secure the 
co-operation of Government departments and the public in using 
transportation economically.’’ (2) The operation of rail and 
road services would be drastically reorganised in accordance with 
the changes in the flows of traffic caused by the new price 
system. 

In the first place, Mr. Young lays down a classification 
of the priority to be accorded to the different types of traffic. 
He places daily workers first and minerals last. For suburban 
passengers, he would close all stations but a few selected 
focussing ones, suggests improved rail services from those, and 
would feed these stations by buses; for other passengers a similar 
principle would be applied; London would be avoided by rail- 
way connections being laid in, girdle fashion; there would be no 
stopping places for passengers or goods trains on the girdle 
sections, and road sérvices would take their place. For goods 
traffic, containers would be developed on a far wider scale than 
hitherto, terminals would be overhauled and rationalised; train 


‘ 








* “Transportation and Total War,” by P. C. Young. Faber & Faber. Price 6s. 















































































4 THE RAILWAY 


speeds would be revised, and so forth. All aspects of rail and 
road operation would be overhauled de movo, area by area. (3) 
rhe organisation necessary to undertake the foregoing would be 
‘‘a staff several thousand strong.’’ The present railway and 
road transport officers are too busy to take on the job, and 
retired railway and road men would be recruited, whilst overseas 
railways would provide another source for the staff officers 
required. Overall there would be a chief of general transporta- 
tion staff. 
hat, broadly, is Mr. Young’s plan. He states explicitly that 
it is one solely for wartime purposes and has no regard to post- 
war. Our comments on it must and can be brief. There is no 
evidence anywhere in it to prove that it would enable more 
traffic to be carried more expeditiously than it is today. We 
submit that Mr. Young is fundamentally unsound in suggesting 
that price is the governing consideration under present con- 
ditions, and no simpler system of charging could be found than 
it present exists for Government traffic. The extended use of 
road transport would inevitably mean a greater use of petrol 
and rubber at a time when the utmost effort is being made to 
economise in this direction. The only way to carry out this 
policy is to determine on a physical basis (a) the total essential 
traffics to be conveyed from the most appropriate originating 
points to the most appropriate destinations at the proper time; 
(b) the maximum extent to which the traffics in (a) can be 
dealt with without the use of imported fuel or rubber and 
bearing in mind the comparative use of man-power; (c) the 
balance of the essential traffics that must be dealt with by 
using imported fuel and rubber. It is on these lines that those 
concerned are directing their efforts and considerable success is 
ichieved. It means, in other words, that when it is 
necessary for one form of transport to be reduced to an absolute 
minimum, no price baSis can take the place of restrictions and 
control In the circumstances, any drastic changes in train ser- 
vices on the lines proposed would lead to chaos. If it is a 
between rationed transport (requiring, as Mr. Young 
deprecatingly states, ‘‘an array of officials’’) and the author’s 
plan requiring ‘‘a staff several thousand strong,’’ we _ prefer 
rationing, as likely to lead to the least disturbance of an inland 
transport machine (rail and road) that is tackling the greatest job 
in its history and doing so with marked success 
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Reclamation and Salvage 


W IDELY PUBLICISED salvage campaigns are becoming of 
ever more frequent occurrence with the progress of the war 
ind the increasing shortage of various commodities, as well as 
the urgent need for conserving shipping space in connection with 
materials which have to be imported Although the British 
railways are often mentioned in connection Avith such salvage 
drives, there are occasions on which they receive less than their 
fair share of credit for what is being achieved, by reason of the 
fact that their salvage and reclamation plans have been estab- 
lished for such long periods that the news ’’’ of their intro- 
duction is long since forgotten Salvage as such, namely the 
collection of discarded materials for remelting or repulping, is 
mainly though not entirely a product of war necessity, and in 
peace times applies principally to scraps of ferrous metals. On 
the other hand, reclamation is regularly and extensively prac- 
tised by the British railways in normal times, for ordinary 
business economy This reclamation of all usable 
materials is continuing indefatigably, and it is only those objects 
which are incapable of re-use that are turned over to scrap 
salvage For example, wagon timbers are repaired, and charcoal 
for use in the heat treatment of steel is produced from small 
pieces of hardwood Old carriage upholstery is converted into 
bags; used steel files are recut; and used oil is cleaned and 70 per 
cent. is recovered New depots have been set up for recon- 
ditioning points and crossings fishplates, bolts and 
nuts, and signalling equipment [The recovered materials are 
worth several millions of pounds annually, and at the present 
time the effort is of appreciable value to the nation 
Redundant hydraulic pumping machinery, branch lines, 
sidings, bridges, stations, engine sheds, chimneys, turntables, 
keys, weighing machines, and so forth, have been demolished 
especially to recover scrap metals, and special steps have been 
taken for the purpose of finding new uses for materials resulting 
from the demolition Particular attention has been paid to 
salvage campaigns in connection with paper, but for some years 
railways have undertaken extensive economies in the use of 
paper commodities, with the result that they are saving many 
thousands of tons of new paper and cardboard; re-using large 
quantities of partly used paper; and collecting for scrap and 
repulping those items which are incapable of further use in 
their present form.’ Every station, garage, depot, workshop, 
and office has organised its salvage scheme, so that tickets, enve- 


reasons ol 


slee pers, 
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lopes, and paper fasteners—to mention but three important 
items—are collected. Railway salvage officers and local leaders 
have been appointed to organise and intensify the collections 
Publicity schemes help to keep interest alive, and two of the 
main-line railways have made their own salvage films which 
are being shown by mobile cinemas throughout their syster 
At regular intervals, collecting vans call at stations and depots 
within a limited radius to collect salvage, and local initiative is 
encouraged in many ways. Many of these steps have been 
described and illustrated in THE RarLway GAZETTE from time to 
time, mainly in the early stages of the war, but it is only 
means of a résumé of the whole that an accurate impressi 
may be formed of the vast aggregate effort which the railways 
are making, based upon the reclamation organisations which 
were already functioning smoothly in times of peace. 
eascuu 
Railway Wages 

THE decision of the Railway Staff National Tribunal on the 

claims recently presented to it by the National Union of 
Railwaymen and the Associated Society of Locomotive Engineers 
& Firemen was given on December 9 and is reported fully on 
page 24 of this issue. The decision of the tribunal increases 
the special war advance to 16s. a week for men and 12s. a week 
for women, with proportionate increases for boys and girl 
During the hearing of the claims before the tribunal it was 
stated that an offer had been made to the National Union of 
Railwaymen to increase the war advance for male adults by 4s 
a week (with proportionate amounts for women and junior 
this amount had been accepted previously by the Associate 
Society of Locomotive Engineers & Firemen on March 23, and 
by the Railway Clerks’ Association on June 24. The tribunal's 
decision gives an advance of 5s., which absorbs the increases 
accepted by the Associated Society of Locomotive Engineers & 
Firemen and the Railway Clerks’ Association. The Industrial 
Court recently awarded an increase of 4s. a week in the war 
idvance of railway workshop staff as from March 9, 1942. This 
is the fourth war advance; the previous advances were 4s. from 
January 1, 1940, which was increased to 7s. from June 3, 1940 
to lls. from January 6, 1941; and now to 16s. with effect from 
June 24, 1942. 

The decision has the effect of bringing all railway staff into 
line in the amount of war advance. Hitherto the workshop staff 
has received 1s. a week more than the salaried and conciliation 
staff, and has received 5s. from January 1, 1940, as against 
4s. for the salaried and conciliation grades. These war advances 
do not, however, represent the whole of the improvements in 
railway wages since the commencement of the war for in October, 
1939, by R.S.N.T. Decision No. 6, the minimum rates of pay 
of the conciliation staff were increased to 50s. in London, 48s 
in industrial areas, and 47s. in rural areas, and again in March 
1942, the tribunal, by its Decision No. 8, added 4s. 6d. a week 
to the composite rate of adult male staff in the minimum grades 
ind to womens taking the place of men. Both these decisions 
involved consequential alterations in rates of pay to staff above 
the minimum grades and the same additions were applied to the 
workshop staff, the first by agreement between the parties and 
the second by an award of the Industrial Court. The improve 
ments which were made by Decision No. 6 of the tribunal and 
the consequential alterations arising therefrom, although effec 
tive from a date after the outbreak of war, cannot be termed 
war advancement, for the case was argued before the tribunal 
on the pre-war or peacetime position and the increases were 
applied to the standard rates of pay. All the major increases 
which have since taken place have been related to the position 
irising out of the war and are termed war advancement. 

The following is a summary of the major claims concerning 
railway wages which have been dealt with since the commence 
ment of the war:— 


Estimated ‘ 
; cost of Date o 
Claim claim Award operation 
, (£000s 
omitted) 
50s. minimum wage. Is. a day 4,800 Minimum rates increased to 18.10.39 
extra for drivers, firemen, and 50s. London, 48s. indus- 
cleaners. Improvements in con- trial, and 47s. rural. Mini- 
ditions mum rate of drivers in- 
creased by Is. Improved 
conditions granted 
Advance of 10s. a week 16,750 Advance of 4s.a week (5s.for 1.1.40 
workshop staff) 
Advance of 6s. a week 10,000 Advance of 3s. a week 3.6.40 
Advance of 10s. a week ci 3 16,750 Advance of 4s. a week 6.1.41 
60s. minimum wage. Improve- 15,700 Advance of 4s. 6d. to mini- 9.3.42 


mum rated staff with conse- 
quential increases and slight 
increases to certain salaried 


ments for salaried staff 


sta’ 

17,400 Advance of 5s. a week with 24.6.42 
improvements in _ basic 
rates of juniors 


Advance of 10s. a week. Increases 
ranging from 4s. to 12s. for 
drivers, firemen, and cleaners 


The advances are for male adults; proportionate amounts wert 
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civen to females and juniors. The cost of the various awards 
not been published, but in R.-S.N.T. Decision No. 7 it is 
d that the cost of an advance of 10s. was estimated at 


millions a year and the cost of the war advance then being 
a week) at nearly £12 millions a year so that the cost 
16s. a week must be at the rate of about 


16 
/5. 


war advance of 


millions a year. Likewise the cost of the increases arising 
f R.S.N.T. Decision No. 6 and Decision No. 8 have not 
published, but the estimated cost of the claim for a 
imum wage of 50s. was stated to be £2 millions a year. The 


reases arising out of Decision No. 8 took the minimum wage 
ll above a 50s. minimum apart from the war advances so that 
st of all the concessions in the foregoing table, with their 
xtension to other sections of the staff, will be in the region of 
3) millions a year. 


Railways and Scientific Research 


W ITHIN recent years the British main-line railways, through 
their scientific staffs and laboratories, through membership 
various associations, and by their subscriptions to 
ecial investigations such as soil mechanics, have been able to 
pply scientific research number of their main problems, 
i to have achieved results which are proving of especial value 
war conditions, but details of some of which are not available 
publication in present circumstances. During the war, 
irch has been of great value in finding substitutes for all 

ls of materials which are in short supply, and it is possible 
the effect will be more far reaching than the duration of the 
emergency, for in some the alternative materials 
ive proved superior in many respects to those which they have 
placed and are likely to be adopted permanently. Actually, 
the grim necessity of war has often proved an incentive in the 


research 


to a 


resent cases 


ist for the intensive investigation of the possibilities of sub- 
titutes which in peacetime did not seem to offer financial 
iducement. The activities of British railways in connection 


ith scientific research are, however, no product of war con- 
litions, but have been pursued over a number of years past, and 
may be credited in some measure to the grouping of railways in 
1923 into units of sufficient size:and financial strength to enable 
uch work to be undertaken on an adequate scale. 
Che study of paints and methods of painting, for example, has 
led large economies to be made in the painting of both 
ling stock and structures, and this knowledge has proved of 


pecial importance during the war in saving labour and 


erials. Accurate measurements of the effect of rolling stock 
permanent way, and of the movements of rails and rai! 
nts of various types, are also helping towards the improve- 


ent of track and towards savings in manpower and ‘materials 
Wind tunnel experiments have been applied to a wide range of 
including that of securing the best means of diminish- 
ng the air resistance on trains, and also the design of loco- 
to throw the smoke clear of the driver’s line of vision. 
kinematograph camera has been used to record the move 
ent of the wheel on the rail in order to determine the best 
vre contour for smooth riding, and to ascertain precise 
tails of the jumping of the wheels on certain types of loco- 
tive when the wheels are slipping at high speeds. 
Some of the purely wartime problems which have been handled 
associated with air raid precautions and with the 
ificulties of operation in the blackout. For example, a method 
found to protect the windows of signal boxes against blast 
vithout interfering with clear vision. his has proved 
ffective that on one railway which has suffered heavily from 
nb damage there have been no serious injuries to signalmen 
m broken glass, although on one occasion a signalman was 
lly wrapped in the his signal box without being 
ratched. Experiments have also resulted in better methods of 
fixing textile netting to carriage windows on London Transport 
hicles, and considerable research preceded the provision of the 
sent arrangement to give the maximum amount of light to 
without throwing any beams to the exterior which 
- disclose the presence of trains, buses, and stations to enemy 
ers. Tests are being made with special paints which glow 
dark, and with fluorescent chalk activated by ultra-violet 
3eam rays switched on to the sides of wagons in mar- 
lling yards enable shunters to identify wagons marked, 
similar methods enable specially-painted lines to help in 
guiding vehicles at trolleybus depots. On the return to normal 
litions it may reasonably be expected that free exchange of 
ntific information once more between the principal countries 
the world will result in a considerable advance in both know- 
ge and practical application of methods which have been 
leveloped intensively as the result of war conditions, but based 


lems, 
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tives 


also 


tnose 


sO 


glass of 


tera 


sengers 


so 


the sure foundation of the scientific research which the 
idministrations of the railways have developed during the past 
ecade or so. 
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The Argentine Railways’ Year 


LL the reports of the British-owned Argentine railways for the 
financial year ended June 30, 1942, have now been issued and 

the companies have held their customary annual meetings. The 
necessity for paper economy has reduced the amount of statistical 
information published, but most of the companies have continued 
the detailed statements of gross receipts. It is possible, therefore, 
to locate the causes of fluctuations in the fortunes of the different 
lines. On the other hand, in consequence of the suppression of the 
abstracts of expenditure, the precise headings under which the 
impressive increases in working expenses occurred are not disclosed, 
but the chairmen have stated that the greater outlay was chiefly 
caused by the steep rise in prices of fuel and materials, and to the 
discontinuance of cuts in salaries and wages. All the lines recorded 
increases in receipts. Passenger traffics were consistently good ; 
among the-principal reasons were the reduction in competitive road 
services on account of tyre shortage, restricted petrol supplies, and 
the inability of operators to obtain spare parts and new vehicles, due 
to which road traffic is returning to the railways. On the goods side, 
experience varied considerably. Livestock carriers did well, but 
all lines continued to suffer because grain producers were unable to 
export the very heavy harvests, as a result of lack of shipping 
Limited supplies of wheat left the country, mostly consigned to 
other South American states, but the total tonnage shipped fell far 
short of the quantity usually exported. The effect of the almost 
total cessation of maize shipments is reflected in the results of the 
Central Argentine Railway, which normally carries about 50 per 
cent. of the country’s huge production. The same company is in 
the unfortunate position of being the principal firewood carrier, for 
which intensified demand arises when war prevents the importation 
of coal and oil fuel. Firewood bears a low rate of freight, in conjunc 
tion with very long hauls, and excessive empty wagon mileage back 
to the loading stations. The Buenos Ayres & Pacific Railway con- 
tinued té derive advantage from its diversity of traffics. It is the 
most important wine carrying line and also serves the second largest 
oilfield in Argentina 

During the year, there were increases of 5 per cent. in passenger 
fares and of 10 per cent. in goods and livestock rates, not all of 
which, however, benefited the railways, because of the simultaneous 
obligation to discontinue all cuts in salaries and wages, and to make 
good deficiencies in the amounts payable by the companies to the 
railway pension fund. Adverse exchanges were once more the black 
spot in the accounts. The combined losses of all the companies, in 
converting pesos into sterling, amounted to as much as £2,555,000 
Hopes are entertained that some relief may be forthcoming by way 
of a more favourable rate of exchange. In this connection, it is of 
interest to recall that the Chairman of the Bank of London & South 
America recently has expressed the view that, in the realm of cur- 
rency and exchange, it is particularly desirable that there should be 
recognition on all sides of the interdependence of world markets 
and that individual action by any country should be strictly 
eschewed in favour of international agreement. As to prospects for 
the current year, Great Britain, it is believed, will continue to buy 
large quantities of meat, and heavy cattle traffics, therefore, seem 
assured As to grain, there is little justification for encouragement, 
because of the prevalent shortage of shipping. Moreover, the 
Argentine Government is to cease the unlimited purchases of 
unsaleable crops, which, doubtless, accounts for the drop of 25 per 
cent. to 30 per cent. in the acreage sown with wheat and linseed for 
the forthcoming harvests Petroleum production in Mendoza, 
already the second largest in the country, may increase still further, 
should it prove possible to obtain refining machinery from overseas 
On the other hand, the very considerable curtailment of imports of 
manufactures has given rise to the creation of numerous new locai 
industries, which are expected to make good, to some extent, the 
loss of imported general merchandise traffic. For the time being at 
all events, road competition will continue to wane. The sub-joined 
statement shows the summarised financial results of all the lines for 
the year ended June 30, 1942 ; the balance for that financial year is 
given together with that for the previous twelve months : 


B.A, Great Central B.A. & B.A. Entre Rios & 
Southern* Argentine Pacifict Western Argentine N.E. 


(‘00s omitted) 


£ £ £ £ £ 
Gross receipts 11,067 8,464 6,657 4,004 2,057 
Working expenses 8,782 7,591 5,376 3,333 1,626 
Net receipts 2,284 873 1,281 671 431 
Exchange differences 1,004 507 614 304 126 
Balance (1941-42) 1,280 366 667 367 305 
= (1940-41) 1,088 450 721 350 149 


* Includes Bahia Blanca & North Western Railway 
+ Includes Argentine Great Western and Villa Maria & Rufino Railways 
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LETTERS TO THE EDITOR 


The Editor is not responsible for the opinions of correspondents) 


Non-stop Runs and Bearing Temperatures 


Department of Railways, New South Wales, 
Mechanical Branch, 


Wilson Street, 
Redfern. Oct. 20 
[To THE Epitor or THE RAILWAY GAZETTE 
Sir,—I have perused with interest an article on British non- 


stop runs in 1942, published in THe RarLway GazettE of June 5, 
1942 rhis subject suggests to me another of much importance, 
in which I am particularly interested at the present time, namely, 
the running temperatures of bearings under such conditions. 
Over the past few years, we have carried out various tests 
on the running temperatures of locomotive axleboxes and bear- 
ings, such as big and little ends, with some success. The method 
of obtaining data used by us has been to fit thermocouples to 
the bearings with a pyrometer indicator either in the cab of the 


locomotive or in a dynamometer car attached to the train. From 


the information obtained in this manner, we have been enabled 
to make decisions as to bearing oils and greases, anti-friction 
bearing metals, and matters related to the design of axleboxes 
and horncheeks 

It is our experience in suc h work that there is a fairly close 
relationship between speed and running temperature and also 


that such temperatures are likely to rise progressively if high 
speeds are sustained over any extended period Speeds of 


70 m.p.h. are now frequent for service on sections 
of our track and it is now proposed to spec d up goc ds service. 
So far, I have been unable to obtain any information as to 


what is being done along these lines in Great Britain or in other 


passenger 


countries I am writing to ascertain whether you are in touch 
with any work being done along these lines, or are aware 
whether any of the railways in Great Britain have carried out 
any investigations into such matters. If so, I would be 


extremely grateful if you could help me in this matter or direct 
me to where such information could be obtained. The informa- 
tion I am particularly interested in are the types of bearings 
ind lubricants used on these sustained high speed runs and 
bearing temperatures taken on the run, also any other technical 
points which are relevant to the successful outcome of this class 
f working 
faithfully, 

H. YOUNG, 

Chief Mechanical Engineet 


Yours 


No doubt some of our readers who have information based on 
recent practical experience of the kind required, will be willing to 
assist Mr. Young.—Ep. R.G 


First Class Travel 


Thaxted. Dec. 6 
fo THE Epiror or THE RaiLway GAZETTE 
SIR Mr. James Williams appears to doubt that anyone has 


suggested the abolition of the first class carriages on our trains 


He has never read anything, he tells us, ‘‘ but condemnation 
of such a proposal. However, upon reflection, it will, I am sure, 
occur to Mr. Williams that the proposal would not have been 


been made. What is odd, however 
remark that a third class ticket 
right to claim first class accom- 


condemned if it had not first 
is that he is annoyed because I 
holder in a full train has no more 


modation without further payment than a passenger who is 
willing to take a second class ticket in a liner and finds the 
second class accommodation already booked up What Mr. 


Williams contract implied in the 


a particular train, whether 


wishes to do is to extend the 
issue of a ticket to transit by 
there is accommodation in the ippropriate to it or not 
here is, of course, no limit to what we may desire, but Mr 
Williams should not seek to invalidate an argument by assuming 
that all his desires are facts 

[here is no difference in 
two forms otf transport. 
provided only at increased cost. 
circumstances in which the companies operate are 
there is a difference in procedure, but it is so slight 
Williams should not have permitted it to mislead him. 


cover 


class 


the 
In each case 


principle adhered to by the 
superior accommodation is 
Necessarily, however, since the 
not the same, 
that Mr. 
Neither 


the steamship company nor the railway is able to guarantee 
accommodation whenever you choose to travel. The passenger 
who wishes to take a second class ticket by the next steamer to 


is full, must 
Similarly, the pas- 
Lancaster and who 
await the next train or 


New York and who is told that the second class 
wait for another boat or cancel his journey. 
senger who wishes to travel third 


finds that the .third class is full, 


class to 
must 
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a refund of his mon 
minutes of ascertaining 


return to the booking office and secure 
and cancel his journey. Within a few 


that they cannot travel as they had hoped to do, both passengers 
are in identical positions. In neither case have they been tol 
‘“ Never mind about the accommodation, if there is no room in 


your class, travel first.’’ 

The right to travel between two specified points is isstied 
the railway before the train reaches the platform merely a 
matter of mutual convenience. If the companies permit Mr 
Williams to convince them that this procedure is mistaken, th 
resulting delay and confusion will afford him considerably bett: 
ground for complaint than he has at the moment. If when nex 
a loaded train reaches Crewe it is kept standing there and 
tickets are issued while porters write down in notebooks the 
available accommodation, what will be the reaction of Mr 
Williams if he should find himself standing in the endless qu 
before the booking office or seated in the stationary train? 

Finally, Mr. Williams suggests an alteration in the customa 
method of making up trains. He is, of course, quite within his 
rights here also, but I am bound to tell him that his suggestion 
in no way affects the rights of passengers in trains as they ex 
at present. This correspondence is concerned with the rights 
men and women where there is no accommodation available 
the type for which they are willing to pay, and, as I have tri 
to point out, they are no greater and no less in respect of tra 
than they are in respect of theatres, hotels, or steamships 

[. am, yours truly, 
ASHLEY BROWN 


Derelict Railways as Footpaths 


Liverpool. Nov. 30 


lo THE EpiIror oF THE RAILWAY GAZETTE 
Sir,—The future use of the derelict Welsh Highland Railwa 
has already been the subject of representations to the councils 
throughout Caernarvonshire, by the Liverpool & District Feder 
tion of the Ramblers’ Association. In July, 1941, this organisa- 
tion proposed that the track should be dedicated to the public 
as a walking-route. [his suggestion was well received by the 
local authorities, only one body (parish council) being opposed 
to the idea. Correspondence received from other parts of the 
kingdom, in addition to numerous articles in the public pres 
indicates that there is a consensus of opinion that the suggestior 


should be carried into effect. Since the federation’s circular was 
issued 16 months ago, progress in connection with the dis 
mantling of the track has been made, most, if not all, of the 


rails and sleepers having been lifted and conveyed to the appré 
priate depots for use in connection with the war. 


The Welsh Highland Railway Company was incorporated 
1922 with an authorised capital of £120,000. The Ministry of 
[fransport subscribed to debenture stock the sum of £35,774 
Certain bodies were authorised to make advances to the com 
pany, as follow: Caernarvonshire County Council, £15,000 
Caernarvon Corporation, £5,000; Portmadoc Urban District 
Council, £5,000; Gwyrfai Rural District Council, £5,000 


Glaslyn Rural District Council, £3,000; Deudraeth Rural District 
Council, £3,000. In 1934 the Festiniog Railway Company took 
a 42-year lease of the Welsh Highland Railway, but was soon 
anxious to surrender it. The line ceased working in 1937 
The application to surrender the lease was granted by the 
Court on November 3. 

The Ramblers’ Association is hopeful that the route of thi 
track from Dinas to Portmadoc ind also the track of th 
branch line from Tryfan to Bryngwyn, will be secured as public 


property, dedicated as a public footpath; and allowed to revert 
to its natural grass-grown condition The land over which the 
track runs is, generally speaking, useless for agricultural or any 
other purposes. The Ramblers’ Association is of opinion that the 
adoption of its proposal for a footpath-route throughout the 
length of the railway-track (a distance of 21 miles) would satisfy 
a real need. The main road from Caernarvon to Portmadoc is 
excellent for motor vehicles, but is the sort of route which 
walkers would choose for their recreation. At the present time 
however, there is no other route for pedestrians. Certain of the 
adjoining landowners have no desire fences erected 
maintained along the proposed path. 

The value to the county of the growing tourist traffic is bound 
to expand when peace returns, and will inevitably further 
increase when Snowdonia is safeguarded as a National Park. 
We are therefore anxious that the Caernarvonshire County 
Council and the other investing authorities should accede to the 
Ramblers’ Association’s request by dedicating the track of the 
Welsh Highland Railway to the public, for use by pedestrians 
only, and thereby add considerably to the rural amenities of one 
of the finest areas in North Wales. 

You will no doubt recollect that in 1937 the Staffordshire 
County Council and the L.M.S. Railway Company dedicated the 


not 


to see 


discarded railway track in the Manifold Valley as a public foot- § 
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[heir public-spirited action evoked a nation-wide appre- 
ind conferred an unforgettable boon upon all walkers. 
uuld, perhaps, be appropriate at this stage to record 
recent history from the Channel Islands, from which a 
es can be learned. There used to be two railways in Jersey, 
mmencing at St. Helier; one ran to Gorey, the other to 
each about 8 miles long. The first to be discontinued 
‘ he line to Gorey, and here the States of Jersey (the island 
ment) allowed the greater portion of the track to be sold, 
vith the deplorable losses to public amenity that might have 
foreseen. The line to Corbiére was in service until 1936. 
his time, however, the Jersey States were alive to their 
sibilities, and a more enlightened policy was followed 
hole of the track has been dedicated to the pedestrian, and 
me for the planting of flowering shrubs by the old track 
vell in hand when the war started 
Yours faithfully, 


{ re, 


Signed on behalf of the Liverpool & District 
Ramblers’ Federation. 
H. GRAHAM WHITE, M.P. 
President 
ALFRED EMBLETON, A.C.1.S 
( nairma? 
ARTHUR T. ROBERTS 
Hon. General Secretar 
ANDREW BLAIR, F.R.G.S 
Chairman, Footpaths Committce 


FLORENCE JOHNSTONE 
Hon. Secretary, Footpaths Committee) 


Recent Permanent Way Practice on the 
L.M.S.R. 


Chief Engineer’s Office, 
L.M.S. Headquarters 


Watford, Herts Dec. 3 


lo tHE Eprror or THE RaILway GAZETT! 


SIR In the editorial on page 484 of THe Railway GAZETTE 
ted November 20, headed ‘‘ Recent Permanent Way Practice 
the L.M.S.R.’’ there appears to be some misconception as to 


lesign of baseplate as used in the experimental lengths of 
bottom track on the L.M.S.R There is a sentence in the 
nd paragraph of the above editorial which suggests that if 
serrated base or other form of projection on the underside 
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the baseplates had been adopted, a better grip on the sleeper 

uld have been obtained when utilised in conjunction with the 
louble-leaf elastic rail spike. 

In all designs of baseplates we used in conjunction with elastic 
rail spikes or with clip-and-bolt and screw fastening, projections 
were provided on the underside to provide the necessary grip on 
the sleeper. On referring to the attached drawing you will see 
that there are five projecting ribs across the baseplate and these 
ire, when fixed to the sleeper, inserted into pre-cut recesses in 
1e top of the same. Similar projections are provided in the case 
f other designs of baseplates. Our experience shows that 
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with such projections there is no question of the grip being 
insufficient. 

Doubtless the above will remove any question of misunder- 
standing as to the design of baseplate. 

Yours faithfully, 
W. K. WALLACE, 
Chief Civil Engineer 

We are very grateful to Mr. Wallace for clearing up this 
matter. It was realised from the drawing in the paper that the 
f.b. baseplates had projections to afford some grip on the 
sleepers, but in the light of the figures given in the table—at 
the foot of page 421 in our issue of October 30—for spread of 
gauge, it appeared that some of the greatest spread occurred 
with f.b. track, and led to the query in the editorial, which was 
specially qualified by its last sentence “‘ if the grip is not 
sufficient.’’ This point was not very clear, but Mr. Wallace’s 
letter now makes it perfectly so.—Epb. R.G.] 


Old Four-Cylinder “‘ Double-Single”’ French 
Tank Locomotive 


Chantry Acre, Bishopston, 
Swansea. Dec. 21 
To THE EpIToR oF THE RAILWAy GAZETTE 
Sir,—Keferring to the illustration of the ‘‘ Double-Single ”’ 
locomotive on page 611 of THE RatLway GAZETTE, in case the 
matter is of any interest, a description and dimensions appeared 
in ‘‘ Die Lokomotive ’’ Vol. 14, pages 84 and 85. According to 
this article, the object of the design was to provide engines of 
greater power than the Crampton type then available but with- 
out having recourse to coupled axles which were considered 
undesirable for high speeds. 
Yours faithfully, 
HUGH VIVIAN 


Railways and Roadways 
15, Melchmore Gardens, 
London, W.14. Dec. 21 
lo THE EpitorR OF THE RaAILWaAy GAZETTE 

Sir,— You remark that Professor Forster does not add any very 
original thoughts to this matter, but I beg to submit that items (3) 
and (5) are matters which could be studied with interest by the 
railway companies. It would be considerably more satisfactory 
to the general public and traders if motor cartage was set up at 
base depots which possessed suitable crane power, to deal with any 
consignments of excessive loads such as containers or indivisible 
loads, and to concentrate such deliveries from those stations. 

Under the present system of sending such loads to the station 
nearest to destination address, although such a station may possess 
a crane of suitable capacity for dealing with the load, it is oftentimes 
a rural station possessing no lorry service, and to deal with the 
delivery involves the requisitioning of a lorry from the nearest 
station possessing one, and this is often a rural station also. It 
can be imagined with what result to that station’s ordinary deliveries 
as these presumably have to be held up for the day whilst the lorry 
is engaged on the delivery of the container, to the detriment of 
other consignee’s traffic If such container and bulk traffic was 
sent to a base depot possessing up to say 20 vehicles, the absence of 
one lorry from this fleet for the period during which it took effect 
delivery of the load would represent a very small proportion and 
should not make itself unduly felt on the clearance of other goods 
traffic arriving at that depot that day. 

With regard to the remark concerning a limit of 20 miles at least 
for rail transport I feel in fairness to Professor Forster that you 
should make it clear he does not state this as being the economic 
limit of road transport, but this appears to be the case the way you 
interpret his remarks in your footnote. I think it will be agreed 
by yourself that the time involved in many cases, loading and 
unloading of containers, and other bulk traffic from road lorry to 
rail wagon and vice versa, and a transit journey of anything up to 
60 miles cannot in any case give delivery until the following or 
later days, whereas a similar job if covered by road could expect 
to be delivered at the latest, during the same afternoon of loading ; 
such factors in the case of some traffic, particularly of a personal 
nature, are of primary importance 

Yours faithfully, 
“ INTERESTED ”’ 








London Transport Act, 1933, on November 10, 1933. 


Essex Omnisus Co. Ltp.—A general meeting of members of 
this company will be held at the offices of Staines, Ratcliffe & 
Co., 171, Shaftesbury Avenue, London, on Tuesday, January 12, 
at 2.30 p.m., to receive the account of the liquidator showing 
how the voluntary winding up of the company has been con- 
ducted and its property disposed of, and to pass an extraordinary 
resolution as to the disposal of the books, accounts, and docu- 
ments of the company. This company was acquired under the 



































The Scrap Heap 


SWITZERLAND ? 

Neutral dwarf nations trading in 
tourist traffic and chocolate cannot under- 
stand Germany’s problems.—From ‘ Das 
Reich’ of November 8. 

* * * 

The highest railroad in the United 
States is the Colorado Midland, at the 
Continental Divide—11,530 feet above sea 
level.—From the ‘‘ Scientific American ’’ 
of November, 1892. 

* * * 

An American labour report announces 
gravely: ‘‘ Of the 11,138,178 women who 
were working in the U.S. during the week 
ended March 24, 1940, not one was a rail- 
road conductor, engineer, baggage man, 
fireman, brakeman, or switchman.”’ 

* . * 
TRAIN IMMURED IN TUNNEI 
\dopting the technique so successfully 
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employed by Coastal Command against 
enemy shipping, a Mosquito pilot of 
Bomber Command recently “‘ skidded” a 
bomb into a short tunnel 40 miles north- 
west of Paris and then, just after a train 
had entered the other end of the tunnel, 
bombed the track there. Although he 
remained over the area for 10 minutes 
longer the train did not reappear.—From 
“ The Times.” 

« * * 

COMMITTEES 

A committee is a collection of people who 

individually can do nothing, but collectively 
can decide—that nothing can be done. 


« * * 


ALL-BLACK LOCOMOTIVES 

All railway engines are to be painted 
black as a war-time economy measure. 
The distinctive colours of the four main lines 
will not be seen again until after the war. 

A cynical correspondent writes that he 
thought this order had been in operation 
for a long time past 
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A Form oF DEVILRY 
John Ruskin once wrote in a letter t 
J. W. Robertson Scott that railways were 
“the loathsomest form of devilry nov 
extant, animated and deliberate earth 
quake, destructive of all wise social habi 
or possible natural beauty, carriage ot! 
damned souls on the ridges of their ow: 
graves’”’; yet he took quite agreeably t 
the comfort of a first class railway.compart 
ment. 
* * = 


TOTHILL STREET 

Their proposed line (Metropolitan Dis 
trict Railway), in continuation of the circk 
from Cadogan Terrace, near Sloane Street 
to the Broadway, Westminster, now runs 
under Tothill Street, which they propos« 
at their own cost, to widen from 30 ft., as 
at present, to 70 ft.; thus creating one of 
the finest streets in London, and clearing 
away what is virtually one of the worst 
neighbourhoods in the Metropolis.—Fron 
“The Railway News’ of May 21, 1864. 


SALLON’S IMPRESSIONS AT PADDINGTON, G.W.R., WHEN THE FIRST CONSIGNMENT OF AMERICAN-BUILT LOCOMOTIVES 
WAS HANDED OVER TO LORD LEATHERS, MINISTER OF WAR TRANSPORT, BY COLONEL N. A. RYAN, ACTING CHIEF OF 
TRANSPORTATION CORPS, AMERICAN ARMY, EUROPEAN THEATRE OF OPERATIONS 





S.0.L. 


The London Passenger Transport Board 
which is now employing 


0.A.S.0.L, 


468 women book 


shopping experiences, and so on, till she 
regarded them as personal friends. Som« 
ing-clerks on its Underground railway of them brought her flowers and other little 
systems, is not breaking new ground. One gifts 
of the women has been at work since 1914 old hands who are taking a refresher course 
and another joined a few months later, and learning about new extensions to the lines 


Perhaps she is now one of the many 
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many of those now replacing men who have 
been called up had been in the booking 
offices for years before leaving to take jobs 
elsewhere rhe average passenger who 
hardly notices the clerk handing out his 
ticket might suppose that life in the booking 
office was dull and unsocial, but those in the 
service know better. One young girl who 
had left the railways to work elsewhere was 
recently heard lamenting the change. She 
missed the many passengers, the “‘ regulars,”’ 
who used to stop and talk to her about her 
own interests and their family affairs, 





at the board’s school, where new recruits are 
trained in all the system’s intricacies 
From “‘ The Manchester Guardian.’ 


* * * 


Was THEIR JOURNEY NECESSARY 

\fter making a journey of nearly 600 
miles to effect an arrest at Whitley Bay, 
Northumberland, a detective-sergeant 
brought a man to Southend recently to 
answer a charge of embezzling 7d. from the 
funds of the Fire Brigade Union at Rayleigh, 
Essex From the ‘‘ News of the World.” 














LOV 
tl 
bi 


wi 





January 1, 1943 


OVERSEAS RAILWAY 


THE RAILWAY GAZETTE 


AFFAIRS 


(From our correspondents) 


CANADA 


C.N.R. Track-Mileage Still Increasing 
espite the closing of a number of un- 
unerative branch lines, the Canadian 
tional Railwavs track-mileage continues 
row, due to the wartime construction of 
sidings and branches These are 
essitated by new industrial undertakings, 
airfields, and by the greatly-enhanced 
traffic which makes necessary more 
ssing loops and longer loops and sidings 
cater for more numerous trains of 
reater length. To provide for one war 
lustrvy alone 30 miles of new track had 
» be laid. The track-mileage now exceeds 
30,500, of which about 6,000 miles form 
ps and sidings. 


Track Renewals 
rhe 1942 C.N.R. relaying programme pro- 
ided for the renewal of 460 miles of track. 
It is estimated that this will have involved 
the use of about 200,000 tons of rails and 
that the total number of sleepers likely to 
have been replaced is about 6,000,000. In 
1941, when the length relaid was 458 miles, 
6,087,238 new sleepers were used, 2,412,078 
f which were creosoted. Some 2,281,000 
tons of ballast also were placed in the track 
uring that year. 


Eliminating Transverse Fissures in 
Rails 

\pproximately 14,600 miles of the 
C.N.R. system were expected to have been 
tested by Sperry detector car for trans- 
erse fissures in the rails during 1942. It 
is significant, however, that no new rails 
purchased since 1932 have been detected 
vith such fissures, because all have been 
treated specially to eliminate the latter. 
\bout 1931, Mr. I. C. Mackie, a metallurgi- 
il engineer at a Canadian rolling mills 
plant, after a large number of experiments 
nd tests during the manufacture of rails, 
liscovered that, by controlling the cooling 
within a certain range of temperatures, 
shatter cracks—which are the initial cause 
of transverse fissures—could be eliminated. 
[he Sperry detector car, however, is 
invaluable in the detection of fissures in 
the older rails, and has been in regular 
ise on C.N.R. main lines since 1930. As 
the average modern locomotive on the 
system weighs up to 327 American (291 
English) tons and may have an axle load- 
ing of 32} tons, the 130-lb. rail is being 
used increasingly throughout the principal 


ines 


C.P.R. President’s Statement 

Mr. D..C. Coleman, President of the 
Canadian Pacific Railway, said, on Novem- 
ber 4 last, in reply to questions, that the 
recent activity in common stock of the 
ompany on the various stock exchanges 
vas not founded on any information given 
out which would lead to the expectation 
that a common dividend would be declared 
in the near future. The present speculative 
trength of the stock undoubtedly was based 
entirely on the better earning position of the 

mpany, and the fact that it had been able 

iring the past three years to make a fairly 
substantial reduction in its funded debt. 
No action would be taken by the directors 
on the dividend until he was in a position to 
place before them the results of operations 
in 1942. It was expected that the gross 

ilway earnings of the company would 
prove to be greater than in 1928, the pre- 
vious peak year. It was expected also that 
the net profit for the year, including other 


income, and after deduction of working 
expenses, taxes, and fixed charges, would 
show a small increase over the 1941 figure. 
Fixed charges this year would be about 
$1,000,000 lower than last year, as the com- 
pany was continuing its policy of reducing 
its funded debt where this could be done 
advantageously. Mr. Coleman said that 
during the last three months of 1942 the 
earnings from grain traffic were expected to 
be substantially lower than in the same 
period of 1941, due to the fact that loading 
in the prairie provinces had had to be 
restricted because of congestion at the 
terminal elevators. The cause of that 
congestion was understood fully by the 
general public and there was no need to 
restate its 


UNITED STATES 


Pennsylvania Trackmen’s Strike 

In July last trouble broke out between 
a number of unskilled labourers, employed 
on maintenance-of-way work in New Jersey, 
and the Pennsylvania Railroad. The men 
lived in New York and the gravamen of 
the complaint was the accommodation 
supplied for the journey to and from their 
work. On an undertaking by the railway 
company to renovate the workmen’s train 
coaches, the men returned to work; from 
then onwards they were carried in ordinary 
coaches until, on August 10, the workmen’s 
train coaches returned to service with 
windows, drinking water supplies and 
sanitary facilities added. The men again 
refused to use the coaches and added new 
demands, including one for an advance in 
their weekly wage rate and payment for 
the time spent in travelling to and from 
their work. On August 11, which was a 
payday, most of the men came to work, 
but staged a sit-down strike ; on August 17, 
when they next reported for work at 
Jersey City Terminal, they were informed 
that they had been replaced. The Utility 
Workers’ Organizing Committee, an affiliate 
of the C.1I.0., thereupon entered a protest 
with the National Mediation Board at 
Washington, alleging that these men had 
been locked out by the Pennsylvania ; the 
railway company replied that the men were 
working under wage rates and working 
conditions established by agreement with 
the Brotherhood of Maintenance of Way 
Employees, the recognised labour union 
representing employees in that department, 
and that no grievance had been presented 
through the regular channels by that organi- 
sation. From 450 to 500 men are con- 
cerned, one-third in various yards around 
New York Harbour and the remainder at 
various points along the main line between 
Elizabeth and New Brunswick, N.J. In- 
formation is not yet available as to whether 
the dispute has been settled. 


New Locomotives 

The War Production Board has authorised 
the building of 50 new steam locomotives 
and 45 diesel-electric locomotives during 
the first quarter of 1943. The Norfolk & 
Western Railroad has been authorised to 
build in-its own shops at Roanoke five 
more Class ‘‘ A” 2-6-6-4 type articulated 
steam locomotives to handle its increasing 
coal and merchandise traffic The New 
York Central System is inquiring for a 
further 25 steam locomotives of the new 
standard type recently introduced. At the 
end of July the uncompleted orders for 
locomotives comprised 854 steam, 780 
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diesel-electric, 47 electric, and 39 of other 
types, a total of 1,720, as compared with 
942 at the end of July, 1941. The steadily- 
diminishing W.P.B. authorisations will 
result in the locomotive orders becoming 
progressively further in arrears. 


A New York Central Collision 

On September 16 a serious accident 
occurred on the “ Big Four’’ (Cleveland, 
Cincinnati, Chicago & St. Louis) subsidiary 
of the New York Central System, when the 
Southwestern Limited, one of the fastest 
trains between New York and St. Louis, 
was diverted from the main line through 
an open switch into a siding, and collided 
head-on with an eastbound oil train of 
70 tank wagons, in three of which fire broke 
out. The accident occurred at Ashmore, 
Illinois, 109 miles west of Indianapolis. 
Six coaches were derailed and one over- 
turned. Casualties included an engineman, 
fireman, and messenger killed, and 50 
passengers injured, most of them by burns. 


ARGENTINA 


Railway Pension Law Amended 

\fter a lengthy discussion the Argentine 
Congress has sanctioned a number of 
amendments to the Pension Law with a view 
to placing the fund on a solvent basis. 
The principal modifications to the existing 
Law provide for: (a) staff contributions to 
be increased from 6 to 8 per cent. ; (b) super- 
annuations and pensions already granted, 
as also those to be granted in future, to be 
reduced by 8 per cent., and the scale of 
superannuations slightly to be modified ; 
(c) the companies’ contributions to be 
raised from 8 to 12 per cent. (To enable 
them to meet this, they are to be granted 
an increase in tariffs.); (d) an annual 
grant from the State of $10,000,000 a year 
for the next seven years; (e) the age for 
retiring on full pension to be raised from 
50 to 55 years; (f) the minimum service 
required to qualify for a full pension to be 
raised from 30 to 32 years; (g) a deduction 
of 4 per cent. to be made from the pensions 
of those beneficiaries who, at the date of 
their retirement, had not completed 32 
years’ service or attained the age of 55 
years, for each year below the established 
limit. Pensioners with more than 32 years’ 
service, but who were under the age of 55 
at the time of retirement, will be permitted 
to reckon such extra service as compensat- 
ing for lack of the required age limit in the 
ratio of two years’ extra service for each 
year short of the minimum age; (h) ordin- 
ary pensions to be computed on the basis 
of the average salary earned during the last 
15 years, instead of the last five years, as 
previously ; (7) invalid pensions to be based 
on the average salary over the entire period 
of service at the rate of 34 per cent. a year, 
and the minimum service necessary to 
qualify for such pension to be raised from 
10 to 15 years, of which the last three at 
least must have been continuous. 

The trade unions strongly resisted the 
proposal to increase the length of service 
required to qualify for a full pension, and 
a section of the outside staff demonstrated 
their opposition to this amendment by 
organising a series of partial strikes. The 
Government originally proposed that the 
period of service should be extended to 
35 years, but Congress reduced this to 32 
years. 

According to the balance sheet for the 
year 1941, the income of the Pension Fund 
amounted to $54,390,401, and expenses 
totalled $83,881,290, leaving a deficit on 
the year of $29,490,889, an increase of 
$5,019,262 as compared with 1940. and of 
$13,643,546 as compared with 1939. 
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The New Syrian Railway 


An Army-built standard gauge link between Haifa and Tripoli. 


The line is of stategic importance and also should prove of great 


post-war utility 


BEFORE the war of 1914-19, there were 

no standard-gauge railways in Pales- 
tine, and the railway which is now the 
trunk line of the country was built as a 
supply line for the British Forces operating 
from Egypt. When an enemy mobile 
force crossed the Sinai Desert and engaged 
the British Forces on the bank of the Suez 
Canal, the attack was repulsed, but not 
without serious delays to traffic on the 


Canal It was therefore decided to move 
out into the desert and establish armed 
camps there, and in the spring of 1916 


construction of a standard-gauge railway 
was begun. The railhead was on the eastern 
bank of the Suez Canal, and the first 
section of line to be completed was the 
25 miles to Romani. After a _ British 
success at that place in August, 1916, the 
British Forces pursued the enemy towards 
Palestine and carried the railway construc- 
tion forward at the same time. EI Arish 
was entered by British Forces on December 
21, 1916, and on January 20, 1917, the 
railway reached that point 

By the middle of March, 1917, the line 
had crossed the border of Palestine and 
Egypt at Rafa, and in June reached Belah 
The main line reached Ludd (Lydda) in 
February, 1918, where it made contact 
with the Jerusalem- Jaffa railway (converted 
to standard-gauge during the next few 
months) By the end of 1918 the main- 
line had progressed nearly 100 km. (62 
miles) in three months and had reached 
Haifa. Had the war not come to a close 
when it did, there was the possibility of the 
standard gauge being extended to Damas- 
cus and Rayak, thus providing a standard- 
gauge railway to Haidar Pacha, opposite 


Istanbul, and the European railway system. 
After the war, the Palestine Government 
took over at a valuation the standard- 
gauge British war railways, built by the 





Passenger train at the east end of the Haifa port. 
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5} in. gauge) are worked by the Palestin 
Railways Administration, with the Pales 
tine Government in the position of 
trustee 

In the intervening two decades, m 
further steps have been taken toward: 
providing the final link in standard-gaug 
railway communication between Asiatic 
Turkey and Egypt, although it is under 
stood that the French authorities in Syria 
had considered the possibility and had 


surveyed a course between Tripoli and the 


Mixed-gauge tracks 


and movable steps for boarding the train will be noticed 


Egyptian Expeditionary Force, and paid 
compensation for the Jerusalem-Jaffa line 
to the French company which originally 
owned it. These sections constitute the 
Palestine Railway. Other lines (of 3 ft 


borders of Palestine at Ras el Nakura- 
When the Vichy Government was ousted 
from Syria in July, 1941, the completion 
of a standard-gauge line assumed con- 
siderable strategic importance and survey 





Two views of the construction of the Chekka Tunnel on the new standard-gauge railway linking Palestine and Syria 


This tunnel, which is approximately one mile in length, is stated to have proved the most difficult part of the work. In normal 
circumstances it might have been expected to take two years to build, but a specially recruited company from South Africa, composed 


of Kaffirs, Basutos, and Bechuanas, completed the work in about two months. 
and the work had to be undertaken by hand. 
The left-hand view shows the removal of loose rubble from the interior of the tunnel after blasting. 
view of the cutting approaching the tunnel portal 


Loose earth and rock made blasting impossible in parts, 


After excavating the loose rock, the roof was shuttled and filled with 25 in. of cement. 


The right-hand picture is a general 
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work was begun immediately by the Allied 
Forces. It was decided to build the rail- 
y along the coast from Haifa through 
irut to the standard-gauge railhead at 
ipoli. 

The northern section of this route tra- 
rses country of which about four-fifths 
solid rock, and surveys showed that it 
ould be necessary to cut one tunnel 
rough a mile of rock, and two (and per- 
ps more) tunnels ranging up to 300 ft 
length Two South African officers—a 
igadier and a major—who in civil life 
e tunnelling experts in South Africa, were 
msulted on the best method of under- 
iking this work. They recommended 
yat a tunnelling company should be raised 
from South African miners, and General 
muts granted permission for this, in 
cordance with the decision that non- 
ombatant South Africans may _ serve 
yutside Africa. He also agreed that South 
\frican railway construction companies, 
vhich were better equipped to undertake 
the constructional work involved than any 
ther similar units in the Middle East, 
might be employed in building a special 
Syrian section of the line South African 
niners promptly responded to the call for 
volunteers for a tunnelling company, and 
one nearly a thousand strong was rapidly 
formed, of which every member was a man 
with many years of experience in deep 
mines 

The first intimation that such a work 
vas in hand was made in a semi-official 
ommunication from the Middle East in 
February, 1942, which indicated that a 
standard-gauge railway linking Palestine 
ind Syria was under construction At 
first no intimation of location was made, 
but it was subsequently revealed that the 
ine would link Haifa and Tripoli. Rapid 
progress continued to be made, and it was 
learned in September last that the section 
from Haifa to Beirut, a distance of approxi 
mately 90 miles, had been opened through- 
out for traffic at the beginning of that 
month In normal circumstances such a 
task might have been expected to take at 
east two years, but it was completed in 
nine months by engineers from Africa, 
\ustralia, and New Zealand, employing 
3,000 men working in 24-hour shifts and 
using materials from India, Burma, the 
U.S.A., and Turkey It is a single-line 
railway with passing places, and is laid in 
part with British-type bull-head chaired 
rails, and partly with flat-bottom rails 
spiked to the sleepers 

rhe new railway skirts Acre (the Crusader 
fortress which was taken by Richard Coeur 
de Lion), paralleling the narrow-gauge 
(3 ft. 54in.) line previously existing between 
Haifa and Acre It reaches the frontier 
between Palestine and Syria at Kas el 
Nakura (Ladder of Tyre), and on the other 
side of the headland enters Lebanon and 
proceeds via Tyre and Sidon to the out- 
skirts of Beirut It is understood that the 
new railway avoided the actual town and 
the port, and crosses the earlier narrow- 
gauge line somewhat inland Between 
Beirut and Juniye there is a narrow-gauge 
branch which is also understood to be 
unaffected by the new works. The section 
between Beirut and Tripoli, some 50 miles, 
has not yet been announced as available 
for general traffic, but Australians are on 


the job and the formation and rails are 


inderstood to be complete, on a course 


passing through Batroun and linking up 


yith the standard-gauge railhead in Tripoli. 
As the line was being planned to meet 
nilitary considerations, time was a vital 


factor, and this is understood to have been 


deciding point in causing a low-level 
ocation to be adopted, virtually along the 
ea-shore, instead of a high-level road, 
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The new standard-gauge railway between Haifa and Tripoli. Left: Sketch map 
showing relationship of new line to adjacent systems. Right: Approximate 
course of new railway 
along the top of the cliff, which is under- some hundreds of feet All along this 


stood to have been the one envisaged by 
the French authorities in Syria (as men- 
tioned above The cliff-top road would 
have involved very heavy work in bridging 


coast are the courses of dried-up river 
beds penetrating the cliffs, but liable to be 
flooded in the wet season. In all, nearly 
400 culverts had to be constructed across 
the deep ravines which are cleft in the such wadis. There are also one or two 
limestone hills. The low-level route along. sizable rivers, of which the principal is 
the foot of the cliffs presented other pro- the River Litani. In crossing this, the 
blems, some of considerable magnitude, piles had to be sunk for over 50 ft. into the 
but considered to be easier of solution in river bed. 
war conditions than those of the high-level In addition to the ordinary difficulties of 
route Nevertheless, the cliff-foot course executing heavy engineering works in war 
involved a major engineering task, entailing conditions, with the constant risk of enemy 
the movement of enormous quantities of air attack, the weather provided its own 
rock fill, but, as this could usually be problems Dust storms, torrential rain, 
tipped from the cliff top to the base, the snow, river floods, and storms at sea, all 
difficulties were not insurmountable provide formidable obstacles. At present, 
On one particularly bad stretch the cliff considerations of security prevent the 
ran roughly parallel to the sea for a distance publication of many drawings and photo- 
of about a mile, and fell perpendicularly graphs of considerable engineering interest, 
into the water without any foreshore. In but it is obvious that this railway will 
some parts of this section, the workers and_ provide an example of one of those out- 
materials had to be lowered for several standing engineering achievements of the 
weeks by a crane running on the existing war which make sucha pleasant contrast to 
cliff road with its jib extended out over the a period of widespread destruction. 
sea, 25 ft. above what was the intended . . . 
Sea, it re : Xs Public attention was directed to the 
level of the railway formation At one iar : Ae ; 
; ; : , new line just before Christmas, when a 
point the foundation was made for the sea ‘ as ; ‘ 
; ‘ press message from Cairo, dated Decem- 
wall by dropping a 100-ton oblong concrete - , 
, eae 1 ¢ ber 21, recorded the formal opening of 
block from the cliff road, and following it $ aes 
‘ NEST I. the line on the previous day. Probably 
up with other concrete blocks weighing : om vena 
= oe on “ar = this refers to the inauguration of military 
between 15 and 25 tons. The vertical fall . Haare ietie A 
, . : : traffic on the Beirut—Tripoli section, as 
was 100 ft., and the blocks were dropped 


into some 7 ft. of water until the bay had it is unlikely that the railway is com- 
been filled up to sea level. Men working plete as ved apperneanes: The press 
in the water then filled with concrete the €SS@8© stated as follows :— 

gaps between the blocks until a sound General Sir Harold Alexander, Com- 
foundation for the railway spanned the mander-in-Chief, Middle East, drove his 
bay. own train when he opened the Haifa- 


In other parts, pre-cast concrete blocks 
were launched over the ends of one another 
nto the sea, to form jetties at the base of 
the sea walling. At one point, in order to 
pierce the headland, the line traverses two 
short tunnels in quick succession and tralian Guard of Honour, and hammered a 
between them is a bridge across the mouth jlver spike into the permanent way. He 
oj a large inlet into which the sea runs for ajso unveiled a commemorative stone. 


Beirut-Tripoli railway on December. 20. 
He mounted the footplate at Beirut, took 
over control of the engine, which bore his 
personal flag, and drove to Nahr el Kelb 
(Dog River), where he inspected an Aus- 
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New York City Transit System 


Some notes on the important urban rapid transit system of 


underground and elevated railways, totalling 246 route miles, 
which has been formed by unification under municipal ownership 


HAT is undoubtedly the world’s most 
important city transport unification, 
from the railway viewpoint, since the estab- 
lishment of the London Passenger Transport 
3oard in 1933, took place in New York 
during June, 1940. For two reasons it 
attracted comparatively little attention, 
first because railway systems which are not 
Class 1 railroads tend to be disregarded in 
the U.S.A. outside the immediate locality 
which they serve, and secondly because a 
large portion of the rest of the world was 
then heavily concerned with war conditions 
at the acute period after the Fall of France 
and at the beginning of the Battle of 
Britain. Previous to 1940 the City of New 
York, through the agency of its Board of 
rransportation (created by the Legislature 
in 1924), had built and worked the Inde- 
pendent City Subway (commonly called 
IND) on Eighth Avenue, Manhattan, since 
its opening in 1932, a venture in which the 
city had invested more than $800,000,000, 
but the main local rapid transit railway 
systems were in the hands of the Inter- 
borough Rapid Transit Company, and the 
Brooklyn-Manhattan Transit Corporation. 
What are usually referred to collectively 
as the rapid transit systems of New York 
City comprise an elevated railway under- 
taking, the “‘L”’ (until recently owned by 
the Manhattan Railway Company), and 
three main underground or (subway) 
systems, namely, the Interborough, the 
Brooklyn-Manhattan, and the Independent. 
Elevated lines constituted the first attempt 
to remove urban passenger traffic from the 
streets, and the first section of the ““L”’ 
was opened as long ago as 1868, or five 
years after London had taken the first step 
towards the same objective by opening the 
Underground between Paddington and the 
City. During the days of steam operation 
the nuisance to frontagers must have been 
very considerable, and even electrification 
in the 1902-3 period failed to make the 
service popular. The first subway line was 
that of the Interborough Rapid Transit 
Company, built in 1900-4 at the cost of the 
municipal authorities and leased to the 
company; the system has since been 
extended considerably on a general similar 
basis. The oldest section of subway is 
that from City Hall to Broadway and 145th 
Street, via Fourth Avenue and 42nd Street, 
which was opened on October 24, 1904. 
The SBrooklyn-Manhattan Transit Cor- 
poration’s original lines date from a decade 
later. For many years past the ‘“‘L”’ has 
been leased by the Interborough organisa- 
tion, but ownership remained with the 
Manhattan Railway Company up to the 
time of unification two and a half years ago. 
Complete municipal ownership and opera- 
tion of all the rapid transit railways in New 
York is an old-standing political scheme. 
In an editorial article we published on 
September 23, 1938, we reviewed the posi- 
tion and also referred to the intention to 
demolish the elevated railway structures. 
Subsequently, the Sixth Avenue elevated 
line of the Manhattan Railway Company 
was sold at foreclosure (on October 13, 
1938), closed on December 4 of the same 
year, and dismantled. The city unification 


plan was approved in the New York 
municipal elections in November; 1938— 


when a point was made of the intention to 
retain the 5-cent fare—and in December 
New York City bonds to the extent of 
$40,000,000 were sold by the Chase 


National Bank group to assist in financing 
the purchase of the underground railways. 
At the end of February, 1939, agreement 
was reached with the Brooklyn-Manhattan 
Transit Corporation to sell its properties for 
$175,000,000 in New York City 3 per cent. 
bonds, a higher figure than had been 
expected. Negotiations were continued 
with the Interborough Rapid Transit Com- 
pany and the Manhattan Railway Com- 
pany, and eventually brought to a successful 
conclusion. 

On the night of June 1-2, 1940, the New 
York Board of Transportation took over 
the property of the Brooklyn-Manhattan 
Transit Corporation, which, through its 
subsidiary, the New York Rapid Transport 
Corporation, worked 293 track-miles of 
rapid transit—underground and elevated— 
lines, as well as 437 track-miles of tramway 
lines, operated through its subsidiary, the 
Brooklyn & Queens Transit Corporation, 
and some 80 route miles of bus routes 
through the Brooklyn Bus Corporation. 
Then on June 12, 1940, the board acquired 
the great Interborough Rapid Transit 
Company’s property and its leased Man- 
hattan Railway Company, which operated 
402 track-miles of rapid transit lines. 

As now constituted, the property admin- 
istered by the Board of Transportation is 
valued at $1,500,000,000 and consists of 
246 route miles (756 track miles) of under- 
ground and elevated railway, 383 track 
miles ‘of tramway, and 111 route miles of 
bus lines. It should be mentioned, however, 
that in taking over these concerns the city 
condemned five elevated lines, namely, the 
Fulton Street, Fifth Avenue, and Third 
Avenue sections in Brooklyn, formerly 
worked by the Brooklyn-Manhattan Transit 
Corporation, and the Ninth Avenue, and 
part of the Second Avenue (60th to 129th 


streets) lines of the Interborough-Man- 
hattan undertaking. These are not included 
in the mileages given above. For the 


modest sum of 5 cents, say, 3d., the uni- 
versal fare, it is now possible to travel over 
the whole of the Board of Transportation’s 
unified railway system, totalling 246 route 
miles, by using the numerous free transfer 
stations established at the time of unifica- 
tion between the various sections of line. 
The extent of this unified system places it 
on a plane comparable with that of the 
London Passenger Transport Board, and 
the following table compares approximately 
the principal details of the services admin- 
istered by these two great undertakings. 
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the rail is 13 ft. 2 in., and the minimum 
width on straight lengths is 13 ft. 6 in 
Tube methods of tunnelling were used only 
for-traversing sand and under water. These 
tube sections are, of course, round in cross 
section and are constructed with a diameter 
of 18 ft., at the outside edge of the tub 
The maximum gradient of the track is 1 in 
25, but usually it does not exceed 1 in 33 
The maximum curvature is a 500 ft. radiu 
but here again the curvature does not usual] 
exceed a 2,500 ft. radius. The rails are 10011 
a yard, and are in lengths of 100 ft. Bal 
lasted track is used at points and crossing 
on the IND division. Generally, the sleepers 
which are 6 in. by 10 in. by 30 in., are em 
bedded in cement, and there is a 30-in. safety 
and drainage ditch between rails. 
Three-colour automatic block signalling 
is in use throughout the entire system, and 
is combined with the automatic trip cock 
In all, there are 519 stations, of which 274 
are underground. The largest underground 
stations are shown in the following table : 


Ungerground, Manhattan 

Times Square (IRT and BMT Div.) 
13 tracks, 4 levels, 8 platforms 

Canal Street (IRT and BMT Div.) 
12 tracks, 4 levels, 8 platforms 

Union Square (IRT and BMT Div.) 
10 tracks, 3 levels, 5 platforms 

Grand Central (IRT Division) 

9 tracks, 3 levels, 6 platforms 
West Fourth Street (IND Division) 
8 tracks, 2 levels, 4 platforms 
Columbus Circle (IRT and IND Div.) 
8 tracks, 2 levels, 5 platforms 
Herald Square (BMT and IND Div.) 
8 tracks, 2 levels, 4 platforms 

Fulton Street (IRT, BMT, and IND Div.) 
8 tracks, 5 levels, 6 platforms 
145th Street (IND Division) 

7 tracks, 2 levels, 4 platforms 
Chambers Street (BMT Division) 
6 tracks, | level, 5 platforms 

Underground, Brooklyn : 
DeKalb Avenue (BMT Division) 
6 tracks, | level, 2 platforms 
Hoyt Street (IND Division) 
6 tracks, | level, 4 platforms 


Although in recent years intensive efforts 
have been made to abolish the elevated 
structures in the business areas, most of 
the suburban extensions have been made 
on elevated structures to which the under- 
ground lines rise in the residential out- 
skirts. The largest stations above ground 
are as follow :— 

Above Ground, Brooklyn 
Coney Island (BMT Division) 
10 tracks, | level, 8 platforms 
Above Ground, Queens : 
Queens Plaza (IRT and BMT Div.) 
8 tracks, 2 levels, 4 platforms 


The permanent railway routes at present 
in operation comprise 11 on the IRT Divi- 
sion, 22 on the BMT Division, and 9 on the 
IND Division Many of the routes re- 
garded as separate are express and local 
services over parallel tracks, with the 
express tracks having platforms only at 
express stations. The IRT Division also 
has 6 elevated routes (2 express and 4 local), 

and the BMT Division 3 


London New York elevated routes (all local) 

Transport Transporta- ee bet I 
(at June 30, cn still in operation, but 
1939) Board eventually to be aban- 
Passengers ae re fn 3,782,097,853  2,239,000,000 doned. In most cases 
Percentage of passengers carried by rail 12 844 the elevated structures 
" z "” pal - a from which service is 
ne of "trolleybus 15 0 withdrawn have been 
Railway vehicles owned ... - he a 4.200 ame demolished ; as recently 
uses owned 6, 56 a 3 aaa ae 
— aad 1'300* 1.100 as in our issue of June 
Trolleybuses owned 1,400* g 26 last (page 706) we 
* Subsequent trarnway conversion has reduced the number of trams and recorded | the impending 
increased the number of trolleybuses owned by the L.P.T.B. dismantling of 4 miles 
of elevated structure 
Of the total route mileage of 246, there in order to salvage the metal for war 


are 133 route miles underground, composed 
of approximately 43 miles of double track, 
11 miles of three tracks, and 79 miles of 
four tracks. Most of the underground rail- 
ways were built on the cut-and-cover 
system and are rectangular in cross-section. 
The minimum headroom from the foot of 


industries In one case, however, 14 mile$ 
of the old structure has been incorporated 
in a new elevated roadway—the Gowanus 
Parkway in Brooklyn. This is along Third 
Avenue, Brooklyn, where the old elevated 
railway columns have been strengthened 
to form the basis of the road. 
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New York Elevated 
Railways 







(See also article on page 12, and 





folding plate map, page 12a) 
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‘ Express” train on the old New York elevated railway, running at about 
35 m.p.h. The view was taken 50 vears ago 
































































Rd 
HEN the question of rapid transit came ¢ 
to the fore in the city of New York in the 
ate ’seventies, it was solved by the building 
ff a number of overhead railways, similar 
in type to the Liverpool Overhead Railway 
\s New York is built on rock, tunnelling 
in those days would have been a difficult 
ind costly business, and the overhead 
svstem, favoured by the long, straight, and 
wide streets of this lengthy and narrow city, 
was in consequence developed instead. By 
f the end of last century, the Manhattan 
i system of New York had grown until it 
' possessed 36 miles of track, with 326 loco 
j motives and 1,116 cars. The locomotives, 
; one of which is seen at the head of a train 
in the accompanying illustration, were 
iniformly of what was known as the Forney 
type; they were small 0-4-4 tanks, with 
outside cylinders driving the trailing pair 
of coupled wheels, and with rear bunkers 
and well tanks. Trains consisted of four 
cars during the day, and five cars at rush 
hours. No signalling was employed, except 
on the sharp curves where the lines turned An express ** L”” train coming downtown towards City Hall 
at right-angles, where automatic signalling * ‘ 
was in use; elsewhere, in a city that 
is normally without thick fog, the trains 
E followed one another like trams, ‘“ on sight.”’ 
' Nevertheless, a fast service was maintained ; 
for example, from 155th Street station to 
the Battery, over the Ninth Avenue line, 
the 9 miles were allowed only 35 min., with 
25 intermediate stops. Station stops were 
cut to between 10 and 15 sec., passengers 
entering and leaving the cars at opposite 
ends, and being expected to be on their feet 
ready to alight after hearing the conductors 
call out the name of their stop well in 
advance of it being made. The fares were a 
uniform 5 cents, irrespective of distance. 
Similar elevated lines were installed in 
Chicago, Boston, and other cities, and are 
2. 


still in use. 

In New York, it has been a matter of 
municipal policy for some years to demolish 
the elevated railway structures in the 
‘‘downtown”’ (business) parts of Manhattan 
and Brooklyn, and certain lines have 
already been dismantled, as recorded from 
time to time in our columns. Unification 
of the subway (underground) and elevated 
railways of New York, under municipal 
ownership and operation, took place in 
June, 1940, and forms the subject of an 


laa 
















The elevated railway at South Ferry, Manhattan, New York article at page 12. 
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Air-Raid Damage to Middlesbrough Station, L.N.E.R. 
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Within an hour of the raid, some 209 troops were 
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improvisation of bus services, and resumptt 
48 hours. were noteworthy features of the incident 
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PERSONAL 


sir James Milne, General Manager of the 
Great Western Railway, has been elected 
Chairman of the General Managers’ Con- 
ference for 1943, for the fifth year in 
succession. 


GREAT WESTERN RAILWAY 

The Great Western Railway announces 
that Mr. I. Buchanan Pritchard 
retired from the _ position of 
Chief Legal Adviser on December 
31, due to ill-health. 

Che following appointments are 
nnounced : 

Mr. J.S. P. Pearson, Assistant to 
the District Traffic Manager, Ply- 
mouth, to be District Traffic Mana- 
er, Plymouth, on the retirement 


of Mr. J. H. Parker, from today 
January 1) 
Mr. F. G. Poultney, Chief Clerk, 


District Traffic Manager’s Office, 
Plymouth, to be Assistant to the 
District Traffic Manager, Plymouth, 
from today (January 1). 

Mr. H. L. Squire, Head of Passen- 
ger Train Section, District Traffic 
Manager’s Office, Plymouth, to be 
Chief Clerk, District Traffic Mana- 
ger’s Office, Plymouth, from today 
(January 1). 

Mr. A. C. B. Pickford, Rates 
\ssistant (Research), Chief Goods 
Manager's Office (Rates), Padding- 
ton, to be Assistant District Goods 
Manager, Swansea, from January 7 





Mr. G. H. Loftus Allen, Adver- 
tising & Publicity Officer, L.M.S.R., 
has been appointed Chairman of 
the Railways’ Joint Publicity 
Committee 

Sir Alfred Faulkner, C.B., C.B.E., 
Director of Producer-Gas Vehicles, 
Ministry of War Transport, has been 
allotted additional duties in con- 
nection with the development of 
fuels, other than petroleum, for road 
transport ; his title now is Director 
of Alternative Motor Fuels 

Sir Robert Hilton has retired 
from the position of Deputy Chair- 
man of United Steel Companies 
Limited, but remains a Director 





We regret to record the death, in a 
flying accident in the Middle East, of Lt., 
Colonel Lord Apsley, D.S.O., mA, T.B:. 
M.P., Royal Gloucestershire Hussars, who 
vas Parliamentary Private Secretary to 
the Minister of Transport in 1925. 

Mr. A. K. McCosh, who is a Director of 
the London & North Eastern Railway 
Company, has been appointed a member of 
the National Coal Board, and Vice-Chair- 
man of the Regional Coal Board for Scot- 
land Among the members of the panel 
representing consumers are: Sir Geoffrey 
Clarke and Mr. Harry Yates (Federation of 
British Industries, Association of British 
Chambers of Commerce, and National 
Union of Manufacturers) ; Mr. H.C. Bolter 
General Council of British Shipping) ; Sir 
James Milne, General Manager, Great 
Western Railway (British railways) ; Mr. S. 
lagg (National Gas Council): Colonel S. R. 
Monkhouse (Joint Electricity Supply Asso- 
ciation); and Mr. D. P. Oliver (Secretary) 








THE RAILWAY GAZETTE 


RAILWAY NEWS SECTION 


Mr. I. Buchanan Pritchard, Chief Legal 
\dviser tc the London & North Eastern 
Railway Company, who for the past two 
years has also acted in a similar capacity to 
the Great Western Railway Company, for 
reasons connected with his health has 
retired from these positions as from Decem- 
ber 31. We understand, however, that he 
will in future act as Solicitor to the Railway 
Companies’ Association. Mr. Buchanan 
Pritchard is the son of the late Professor 


Lafayette} 





Mr. I. Bachanan Pritchard 


Chief Legal Adviser, L.N.E.R., 1929-42 
Chief Legal Adviser, G.W.R., 1941-42 


Urban Pritchard, formerly Aural Surgeon 


at Kings College Hospital and Professor 
of Aural Surgery at Kings College. 
Mr. Buchanan Pritchard was educated at 


Clifton and at Trinity College, Cambridge, 
where he took his M.A. degree. He was 
awarded the John Mackrell Prize at the 
final of the solicitors’ examination, and 
served his articles with Sharpe, Pritchard & 
Company, Solicitors & Parliamentary 
Agents. He was admitted a solicitor in 
October, 1906. In 1913 he became Assistant 
Solicitor to the Metropolitan Railway, and 
succeeded to the post of Chief Solicitor in 
1918, which office he relinquished at the 
end of 1928 to take up the duties of Chief 
Legal Adviser & Solicitor to the London & 
North Eastern Railway Company, on 
January 1, 1929, in succession to Sir Francis 
Dunnell. Mr. Buchanan Pritchard was 
appointed Chief Legal Adviser to the Great 
Western Railway Company in 1941, since 
when he has been serving both this company 
and the London & North Eastern Railway 
Company in similar capacities. 





We regret to record the death on active 
service, at the age of 24, of Lieutenant 
\. J. W. Matthews, Royal Engineers, the 
son of Sir Ronald Matthews, Chairman of 





the London & North Eastern Railway 
Company 
Mr. W. J. Watson has been elected 


\ssistant General Secretary, National Union 
of Railwaymen, in succession to Mr. J. 
Benstead, who, as recorded in our Novem- 

ber 6 issue, is now General Secretary 





Sir George Godfrey has been 
elected Chairman of the Bengal- 
Nagpur Railway Company 

Sir Frederick Heaton has joined 
the board of Crosville Motor Ser- 
vices Limited, which is now associ- 
ated with Tilling Motor Services 
Limited, and has been appointed 
Chairman. He succeeds Mr. J. S. 
Wills, of the British Electric Trac- 
tion Co. Ltd. The interests of the 
G.W.R. and the L.M.S.R. in Cros- 
ville Motor Services Limited remain 
unchanged. 


Passenger Guard Frank Davies, of 
Birkenhead, who was in charge of 
the 12 midnight passenger train 
from Paddington on November 13 
when it collided with a freight train 
at Appleford Crossing, has been 
commended and awarded a gratuity 
by the Great Western Railway in 
recognition of the alertness and 
promptitude with which he acted 
immediately after the mishap oc- 
curred. He is 65 years of age, and 
has been in the company’s service 
for over 50 years. 


Lord Perry, Chairman of the 
Ford Motor Co. Ltd., has accepted 
an invitation to become Incep2n- 
dent Chairman of the Road Trans- 
port Organisation Joint Conference 
Major R. A. B. Smith, M.C., has 


shonin been appointed Deputy-Chairman 


Sir Frederick Cook, D.S.O., M.C., 
retired from the position of Chief 
Engineer (Highways), Ministry of 
War Transport, at the end of last 
year. Heis succeeded by Mr. A. J. 
Lyddon, Deputy Chief Engineer. 
Sir Frederick Cook’s services will continue to 
be available to the Ministry for certain special 
inquiries and as an adviser on highway 


planning. Major H.E. Aldington, Divi- 
sional Road Engineer, London, has been 
appointed Deputy Chief Engineer in 


succession to Mr. Lyddon. 

We regret to record the death on Decem- 
ber 16, at the age of 72, of Sir Herbert Edwin 
Blain, C.B.E., who was an Assistant 
Managing Director of the Underground 
Electric Railwavs Co. (of London), Ltd., and 
of the London General Omnibus Co. Ltd., 
from 1921 to 1924. He gained his transport 
experience first with the Liverpool Cor- 
poration, which he left, as Principal Traffic 
Assistant of its tramway system, in 1903, 
t» become the first Tramways Manager of 
West Ham Corporation. He was _ for 
several years a member, and, in 1911-12 
President, of the executive of the Municipal 
Tramways Association. He joined the 
Underground group, in June, 1913, as 
Furchasing Agent ; but in October of that 
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year he became Operating Manager of the 
bus section of the combine. In January, 
1915, he added railways and tramways to 
his responsibilities, with the title of Operat- 
ing Manager to the whole Underground 
group In 1921 he was appointed an 
\ssistant Managing Director, from which 
position he retired in 1924 to become 
Principal Agent of the Conservative & 
Unionist Party. He was from the begin- 
ning one of the joint honorary secretaries of 
the London “Safety First’’ movement, 
and was subsequently Chairman of the 
council In 1924 he was elected the first 
honorary member of the Institute of Trans 
port, in recognition of his services, both in 
connection with its foundation, and later as 
Honorary Secretary and Vice-President 


Viscount Suirdale has been elected to the 
board of the Peruvian Corporation Limited 


The council of the British Engineers 
Association has elected Lt.-Colonel H. B 
Riggall asa Vice-President of the association 
He is a Director of Ruston & Hornsby 
Limited and of Davey, Paxman & Co. Ltd 
Mr. Archibald McKinstry, M.1.Mech.E., 
M.I.E.E., has been elected to serve on the 
council during the current year; he is 
Deputy-Chairman & Managing Director 
of Babcock & Wilcox Limited 


L.N.E.R. Civit ENGINEERING 
DEPARTMENT 
As a result of the recent appointment of 
Mr. J. C. L. Train as Chief Engineer, the 
following appointments are announced by 
the L.N.E.R 


Mr. F. E. Harrison, Engineer, North 
Eastern Area, to be Assistant Chief Engin 
eer 

Mr. G. B. Barton, Assistant Enyineer, 
Southern Area, to be Engineer (London) 

Mr. J. Taylor Thompson, Assistant 
Engineer, North-Eastern Area, to be 
Engineer (York) 

Mr. W. Y. Sandeman, Engineer, Scottish 
Area, to be Engineer (Edinburgh) 

Under the new organisation, the responsi- 
bility for the conduct of the civil and signal 


and telegraph engineering work, and for 


the supervision of the engineering staff, 
throughout the L.N.E.R. system, will 
devolve upon the Chief Engineer, who will 
lay down common standards of construc 
tion and maintenance, and also will conduct 
research work 
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The Minister of Supply has appointed 
Colonel Eric Gore-Browne, D.S.O., Deputy- 
Chairman, Southern Railway Company, to 
be Controller of Rubber. Colonel Gore- 
Browne, who has been released by the 
company to take up this post, will be 
assisted by Mr. F. D. Ascoli, a Director of 
Dunlop Malayan Estates Limited, who 
becomes Director of Rubber, Lord Rothes, 
who remains Director of Tyres, and Mr. 
\. Healey, who has been released by the 
Dunlop Rubber Co. Ltd., and who is to be 
Adviser on Synthetic Rubber Usage. 


L.N.E.R. APPOINTMENT 

The L.N.E.R. announces that Mr. R. M. 
Scott, F.S.I., of Glasgow, has been ap- 
pointed Factor of the Scottish Area, with 
headquarters at Edinburgh, in succession 
to the late Mr. J. Johnstone. 


We regret to record the death, on 
December 15, at the age of 80, of Mr. J. T 
Ewen, O.B.E., B.Sc., M.I.Mech.E., who was 
a member of Sir William Arrol’s staff, 
engaged in the construction of the Forth 
Bridge. Later he assisted in the publication 
of the reports of the Marine-Engine Trials 
Committee of the Institution of Mechanical 
Engineers, before entering the Scottish 
Education Department, under which he 
held various posts, including that of Inspec- 
tor of Schools for the Western Division of 
Scotland, until his retirement in 1928 


Mr. A. J. Russell retired on December 31 
from the position of Commercial Manager 
of Dorman, Long & Co. Ltd., after nearly 
50 years’ service lie is succeeded by 
Mr. A. MacCleod 

Miss A. G. Shaw, Women's Supervisor, 
Metropolitan-Vickers Electrical Co. Ltd., 
has been appointed to the new board to 
advise Sir Stafford Cripps, Minister of .Air- 
craft Production, on the economic use of 
manpower and womanpower 


Mr. Reginald Hindley, Honorary Trea 
surer of Associated Road Operators, has 
accepted the invitation of the Standing 
Joint Committee of the road industry to 
act as its Honorary Adviser on financial 
matters connected with the Government's 
road-haulage scheme 

Mr. Albert Corker retired today (Janu- 
ary 1) from the position of General Manager 
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of the Midland Iron Co. Ltd.; he retai 
his Directorship and his full-time conne 
tion with the company. Mr. A. J. Wai 
ford, who before the war was Distri 
Representative on the North-East Coa 
of Thos. W. Ward Limited, has _ bee 
appointed a Director, and General Manage 
of the Midland Iron Co. Ltd. 

Mr. Charles E. Lee, Associate Editor, Tx 
RaiLway GAZETTE and The Railway Mag 
zine, has been elected Vice-President « 
The Railway Club. 

We regret to record the death at L« 
Angeles on December 16, at the age of 69 
of Mr. Walter P. Murphy, who was Presi 
dent of the Standard Railway Equipment 
Manufacturing Company, U.S.A. 





At the meeting held on December 15 la 
at the Irish Railway Clearing House, M: 
J. Lockhart, Traffic Manager, Great Nort} 
ern Railway (Ireland), was elected Chair 
man of the Traffic Officers’ Committe 
(I.R.C.H.) for 1943. 


Commendations for brave conduct, di: 
played during the recent civil disturbances 
in India, have been granted to twenty-three 
officers and members of railway staffs. On 
the Madras & Southern Mahratta Railway 
Driver M. J. Kamasika took his locomotive 
to a water column at Tenali Station, and 
then returned to his train, keeping the 
engine in steam, although continually sur 
rounded by a mob. On the East Indian 
Railway, Mr. H.S. Hart and Mr. S. F. W. ¢ 
Cottingham have been recommended fo1 
special commendation and for the British 
Empire Medal both were of great assist 
ance to the Armed Forces, and showed 
courage and resource in maintaining com 
munications. Inspectors W. J. McCorry 
and G. L. V. Powell, of Sahibgung Station 
continued their work in connection with 
track restoration, in spite of being attacked 
by a mob; and Mr. A. B. Bannerjee, 
Assistant Permanent-Way Inspector, also 
succeeded in maintaining work on the 
track in another area, although his party 
was attacked by 200 armed insurgents 
Mr. R. S. Sharma, Assistant Stationmaster 
and Mr. E. K. Ramuddin, Mate, by their 
courage and tact persuaded a mob not to 
damage Kanchausi Station; and Mr. C 
Cartwright, Assistant Superintendent of 
Transportation, Calcutta, cleared the insur 
gents from Bolpur Station with the aid of 
a small armed force. 



































The Re-Use of Scrap Tyre 


Steel in a Railway Works 


Economy in the use of steel is 


effected by the manufacture of 


various details from scrap tyres 


By the courtesy of Mr. O. V. Bulleid 
Chief Mechanical Engineer of the Southern 
Railway, we _ reproduce herewith an 
illustration showing how scrap tyres are 
being used at one of the company’s works 
for the manufacture of various details, thus 
saving the use of new steel The method 
employed is shown in the illustration 

The tyre is used in two ways 

1. It is machined inside to help in the 

forging of details, and then cut up 
in pieces, one of which is shown in 
the illustration 

2. It is machined in the form of a ring of 

rectangular section, which is then 
cut in half to produce flat bar steel 





The details manufactured include axle 
guard liners, stepboard brackets, door 
hinges, suspension brackets, lever catches ; 


SCRAP TYRE 





TYRE MACHINED 
FOR FORGINGS 


eee: ¥ 


DETAILS MANUFACTURED 


small forgings such as spanners, hammer- 
heads. and wedges are also made from this 
scrap material 










TYRE MACHINED 
FOR FLAT BAR 





Two examples of the treatment of steel tyres which have been sent for salvage and some products of 
scrap tyre steel. The method described is in use at one of the works of the Southern Railway Company 
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Christmas Traffic 


l iddition to the restrictions pre- 
vi ly announced in our columns, no 
restaurant or buffet cars were run on the 
3ritish railways between December 21 


ind 29 (inclusive). 


Carriage Paid 


iders have been reminded by the 
Ministry of War Transport that, as 
in yunced in November (see our Novem- 
ber 20 issue, page 497), traffic by mer- 
chandise train must be sent “‘ carriage 
paid ’’ as from today, January 1. This 


means that the consignor must be respon- 
sible for paying carriage charges at the 
forwarding station, but does not involve 
pre-payment if the consignor has an 
1uthorised credit account with the rail- 
The Order is entitled the Railways 


way 

Carriage Paid) Direction, 1942 (S. R. & 
O. No. 2578). It provides temporary 
exemptions for cattle, sheep, pigs, and 
fresh fruit, and fresh vegetables (includ- 


ing potatoes and sugar beet), and in cer- 
circumstances for returned empties. 
[he requirement that goods should be 
‘carriage paid’’ is necessary to 
save railway man-power and to enable 
the railways to deal with the growing 
war traffic. At present, traffic 
train, and about 75 per 


tain 
sent 
volume of 


by passenger 
of the consignments by merchandise 


cent 

train, are sent ‘‘ carriage paid.’’ The 
Minister appreciates that the changeover 
to ‘‘carriage paid’’ in the case of the 
remaining portion of the traffic may in 
some cases cause difficulties to traders, as 
idjustments in their practice will be 


vecessary. He asks all those concerned to 
do their utmost to ensure that the 
changeover is effected as smoothly as pos- 





sil If serious difficulties arise in any 
case they should be discussed as soon as 
possible with the appropriate District 
Goods Officer of the railway company 
oncerned. 


Road Vehicle Paint 

From today (January 1), paint for civilian 
road vehicles, including buses, trams, and 
trolleybuses, will not be obtainable without 
a permit to purchase. This permit will be 
issued by the Regional Maintenance & 
Certifying Officer of the Ministry of War 
[ransport, except in the case of London 
taxicab owners, who will get their permits 
from the Commissioner of Police for the 
Metropolis. . In general, the permits will be 
issued to operators of vehicles, but a limited 
quantity of paint will be made available 
through the Regional Maintenance & Certi- 
fying Officer of the Ministry of War Trans- 
port to coachbuilders and repairers for 
private cars and horse-drawn vehicles which 
are not maintained by the owners. 

rhe form of application, P.C. 1, requires 
that operators, when applying for a paint 
permit, shall register details as to types and 
number of vehicles operated, and where 
applicable, route mileage, in order that an 
allocation may be made in respect of stan- 
dards used in supporting tram and trolley- 
bus overhead equipment. The completed 
form is to be returned to the Regional 
lransport Commissioner’s Office. For the 
time being, at least, operators will not have 
their paint allowances reduced by reason of 
stocks already held. 
rhe requirements of the railway com- 
inies and the London Passenger Transport 
oard in respect of their vehicles will be 
covered by the Railway Executive Com- 
mittee and are, therefore, excluded from 
this scheme. Paint for A.R.P. vehicles, 


pe 
B 
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including ambulances, and N.F.S. vehicles, 
and for the buildings such as garages, work- 
shops, and offices belonging to transport 
operators, may be obtained under a licence 
granted under the terms of the Control of 
Paint, etc. (No. 3) Order (S.R. & O. 1942, 
No. 2074), and Regional Maintenance & 
Certifying Officers will not, therefore, issue 
permits for these purposes. 

The aim of this scheme of paint distribu- 
tion, which has been drawn up by the 
Ministry of War Transport in consultation 
with the Ministry of Supply, is to reduce 
consumption to a minimum and ensure that, 
so far as supplies permit, essential civilian 
road transport requirements are met. The 
distinctive colours of many buses and 
trams may have to be abandoned for more 
sombre shades, where this has not already 
been done. Such shades as crimson lake, 
creams, and light shades generally, are no 
longer being made, and as existing stocks 
become exhausted the range of colours 
available for civilian vehicles will be 
restricted. 


Women Booking Clerks on the 
‘* Underground ”’ 

At present, 468 women booking clerks are 
employed by the London Passenger Trans- 
port Board at its railway stations. Some 
are doing the same work as they did during 
the last war. Although more than 20 years 
had elapsed, few had to take more than a 
week’s refresher course in the board’s 
training school at Lambeth North. All 
booking clerks without previous experience 
have to undergo a week’s intensive training 
at this school, followed by three weeks of 
practical experience at one of the stations, 
under the supervision of a male clerk. 


Team Work after Middlesbrough 
Raid 

There was a typical wartime scene at 
Middlesbrough Station, L.N.E.R., one 
morning recently, with not so many regular 
travellers as in peacetime, and none of the 
huge crowds of pre-war days making their 
ways coastwards, lakewards or dalewards. 
Suddenly the town was attacked from the 
air. Some bombs hit the station and, 
besides smashing part of the buildings and 
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severing the four through lines, caused a 
fair amount of damage to a waiting train. 
The front of the locomotive was badly 
mauled, carriage bodies were torn, and 
windows were smashed. A guard and a boy 
messenger from the refreshment rooms were 
killed. The driver and fireman of the train 
and a lavatory attendant were injured, the 
last two so badly that they died later in 
hospital. A ticket collector at his barrier, 
two refreshment room attendants, some 
passengers, and other members of the public 
were also injured. 

Almost before the noise of the explosions 
and falling masonry had ceased, teamwork 
began of which Middlesbrough may be 
proud. L.N.E.R. men and women resumed 
their duties at once, some of them to put in 
unbroken spells of 33 hours. Doctors, 
nurses, ambulance and A.R.P._ rescue 
workers, were at their tasks within a few 
minutes. They were accompanied by a 
Salvation Army mobile canteen from which 
railway staffs, civilian workers, troops, and 
members of the public were freely served 
with tea and food ; later, a free canteen was 
established by the Salvation Army in the 
one refreshment room remaining un- 
damaged. 

The Middlesbrough Corporation and the 
United Automobile Services Limited (an 
associate of the L.N.E.R. and of Thomas 
Tilling Limited) immediately offered alter- 
native transport facilities, and within 15 
minutes of the conclusion of the raid 
arrangements had been made for shuttle 
services of buses. Ten minutes later these 
bus services were in operation, and this 
was announced simultaneously to the public 
by loud speaker vans loaned by the local 
Information Committee and by the dispatch 
of a railwayman on a cycle to display an 
advice on the many L.N.E.R. handbill 
boards in the town and suburbs. War 
workers were conveyed direct to their 
destinations in through buses. Arrange- 
ments were made for newspapers, mails, 
milk, fish, and other perishable traffic for 
delivery in Middlesbrough to be dealt with 
by road from Stockton Station. Forwarded 
parcels were accepted at Middlesbrough in a 
temporary office at one end of the station. 

Within an hour of the raid 200 troops 
were hard at work helping L.N.E.R. 
engineers to clear the debris and restore the 
tracks. The damaged locomotive and 





-Wrecked carriages and damaged locomotive of train which was 
standing in Middlesbrough Station, L.N.E.R., at the time of the raid 
(See also pictures. page 14) 
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train were removed in a few hours, and by 
the early afternoon of the next day the 
goods lines were cleared for traffic, enabling 
a load of steel plates for urgent shipment to 
be delivered without delaying the ship a 
minute. Passenger train 
resumed less than 48 hours after the raid. 


services were 


Wind Power in Chile 

the Chilean 
using the regular desert 
them between their 
coastal homes and the inland mines. 
Rail trollies have been equipped with 
sails, and avail themselves of the north 
Chilean desert wind that blows from the 
Pacific to the Andes at dawn, and from 
the Andes to the ocean at sunset 


Because of petrol shortage, 


nitrate 
] 


miners are 
winds to transport 


Argentine Train Stoppage Averted 

stoppage ot trains through lack of fuel 
the Buenos Ayres Great Southern and 
Buenos Ayres Western Railways, has been 
averted by the Argentine Ministry of Marine 
which stated, that in the interests of publi 


on 


welfare, it would lend oil to the railways 
from Naval war stocks The companies 
had announced that drastic restrictions 


would have to be 1 on both main-line 
and suburban 


to 23 by r 


impose 


December 15 
for oil 


services trom 


ason ol 


shortage of fuel 


burning locomotives 


Reduction of Argentine Railway 
Services 


fo economise in the use of fuel, the 
National Railway Board in Argentina has 
drawn up a scheme for the reorganisation 
f the railway services on all lines rhe 
scheme affects chiefly the passenger set 
vices, Which will be reduced to the minimum 
consistent with public requirements. It is 
proposed to cancel the running of all 


special trains for religious pilgrimages, toot 
ball matches, and race meetings, and such 
other services as are not absolutely neces- 
sal In a statement on the subject issued 
to the press, the National Railway Board 
appeals to the travelling public to co-operate 
by accepting these reduced services and 
any inconveniences they may _ involve 
pointing out that such measures have been 
made necessary by the shortage of fuel, the 
existing stocks of which have reached 


perilously low level 
C.A.R. Night Services Restricted 
Che shortage and the difficulty of 
obtaining the necessary replacement 
materials have compelled the Central 
\rgentine Railway to restrict the running 
of several of its night trains between Buenos 


fuel 


Aires, Cérdoba, Rio Cuarto, Santa Fé, and 
lrucuman, and to replace these, where 
possible, by day trains [The running of 


the nightly Rayo de Sol express to Cordoba 
has been reduced to four times a week 
this train now is composed exclusively of 
sleeping cars. To compensate for ‘this cur- 
tailment, the day train, El Serrano, which 
formerly ran three times a week between 
Buenos Aires and Cordoba, and vice versa 
now provides a daily service in both direc- 


tions 

On the Buenos Aires-Tucuman route, 
the Estrella del Norte and Tucumano 
expresses have been withdrawn and re 


placed by a fast day train composed of first 
and second class coaches and an air-condi 
tioned semi-Pullman, leaving Buenos Aires 


on Sundays and returning from Tucuman 
on Tuesdays 
rhe night service to Santa Fé also has 


been suppressed and replaced by a daylight 
service running every day in each direction 
On the Rio Cuarto route the night trains 
1 Pergamino and Venado Tuerto also have 
been withdrawn 
\s a complementary measure to these 


changes, limited trains will not be dupli- 
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cated in future, and, in consequence, the 
sale of tickets will be confined strictly to the 
maximum capacity established for each 
train. 


U.S.A. Trains Wait for Air Raids 


The public timetables of the Southern 
Pacific Railway now carry an indication 
that trains will not leave certain stations 


at the scheduled times if an air-raid alert 


has. been sounded These stations are: 
San Francisco, Oakland, Los Angeles, 
Portland, Sacramento, San Jose, El Paso, 
ind San Diego Ordinarily, trains will 
wait for a reasonable time only after the 

raiders passed ’’ has been sounded, but 
in the event of a very lengthy alert, the 


delay is restricted to one or two hours. 


Second-Hand American Rails for 
Alaska-Canada Railway 


It was announced recently that the 
United States Government had requisi- 
tioned three sections of the narrow-gauge 


lines of the Denver & Rio Grande Western 
Railroad, in western California. The rolling 
stock and rails so obtained are to be used 
for building the railway now stated to be 
under construction between Canada and 
\laska It seems that, after a conference 
betweem the Office of Defense Transporta- 


tion and officials of the D. & R.G.W., it 
has been agreed to move to Alaska the 
sections of line between Ouray and Ridg 
way Durango and Silverton; and Cedar 
Creek and Gunnison The narrow-gauge 


lines of the D. & R.G.W. are of 3-ft. gauge 
and the transfer of both rolling stock and 
rails may indicate that this gauge will be 
used for the new railway to Alaska, although 
no official pronouncement on the subject 
has been made. On the other hand, it 
unlikely that a link between the 
standard-gauge Canadian systems and the 
\laska Railroad (also standard gauge) will 
eventually be of a gauge narrower than 
4 ft. 8} in 


seems 


Madras Railways and the War 


Although the financial year ended 


March 31, 1942, which is covered by the 
recently-issued report of the Madras & 
Southern Mahratta Railway Co. Ltd., 
includes only four months of the war in 


the Far E 
Ways Dy 


ist, India was affected in many 
wartime traffic throughout the 
whole period The earnings of the com- 


pany from coaching traffic were Rs. 67-56 
lakhs more than if the previous year, 
ittributable chiefly to the war, which 


has reduced competitive transport by sea 
There were heavy bookings of military 
personnel and and large num 
bers of special trains were run carrying 
prisoners of war The evacuation of 
Burma and the threat of invasion resulted 
in increased movement of passengers from 
coastal areas to the interior. Competi- 
tion from motor road transport was re- 
duced, due to the shortage of petrol, and 
large numbers of upper 
visited the hill stations, 


baggage, 


class passengers 


in view of restric- 


tions on travel to the United Kingdom 
rhe earnings from goods traffic amounted 
to Rs. 624 lakhs, against Rs. 548 lakhs 
in 1940-41, or an increase of Rs. 76 
lakhs; 783,000 tons more were carried, 
and the ton-miles worked were, 14 per 
cent. in excess of those of the pre vious 
year The principal increase was in 


general merchandise traffic, and Rs. 57-18 
lakhs more were earned. Public coal 
brought in Rs. 5-82 lakhs more, though 
the earnings in 1940-41 were double those 
of 1939-40 Military traffic recorded an 
increase of Rs. 6:71 lakhs, an improve- 
ment of 165 per cent. on 1940-41, and 
coal for the locomotive department was 
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Rs. 6-63 lakhs more, as a result of the 
decision to hold as large stocks as posible 
measure of 


as a precaution. Coal for 
foreign railways and home line construc- 
tion was Rs. 3-06 lakhs lower, probably 


because of a shortage in the suppiy of 


wagons. The increase in general er- 
chandise traffic was distributed ov 1 


number of commodities, of which the 
following were outstanding: food gr ins 
as a whole about Rs. 104 lakhs, due in 


some measure to the cutting off of p- 


plies of rice from Burma; oil  secds 
mainly ground nuts, Rs. 9:95 lakhs 
cement marble and stone, Rs. 7-96 lakhs: 
wood unwrought, Rs. 3-92 lakhs; sugar 
Rs. 2-74 lakhs; and fodder, Rs. 2-56 
lakhs. Sundry other earnings increased 
from Rs. 13°25 lakhs to Rs. 19-40 lakhs, 
an increase of about 46 per cent. er 
the previous year. The increase iS 
almost entirely in overheads and _ profit 


on work done in the workshops—a result 
of the large amount of war work being 
done in the workshops for the Defence 
Department of the Government of India 


A ** Burma Road ”’ in Persia 

The British and Russian forces in Persia 
are using a combination of road and rail 
transport to provide supply lines from 
ports on the Persian Gulf to the Caspian 
Sea, where are trans-shipped for 
Russia One section of road leading t 
the Caspian Sea has recently been described 
in the American press as Russia’s Burma 
Road It is stated to resemble the latter 
in topography, and to be about the sam 
length. From the ports in the south of 
Persia material is conveyed by lorry for 
a distance of more than 1,000 miles, and 
traverses many mountains and deep gorges 
The last section, in the north, which is 
controlled by Russia, rises to 12,000 {t 
and then drops to below sea level within a 
distance of some 20 miles. This highway is 
said to be carrying more tonnage 
mgnth than did the Burma Road during 
its most active period. 


goods 


every 


New South Wales Wartime Services 
New timetables came into effect in 
New South Wales on October 4 last, and 


reflected the restricted wartime services 


introduced during the previous nine 
months Restriction of interstate travel 
now leave two regular Sydney—Mel 
bourne expresses in each direction (see 


our November 27 issue, page 527), and a 


similar number of expresses is required 
for the run to South Brisbane. In addi 
tion, the running of certain overnight 
Mail trains has been curtailed, as well 
as several short-distance day trains and 
other tourist services. The Caves Ex- 
press had been discontinued, marking 
the close of nearly thirteen years of 
SETVICE rains have been provided in 


lieu of the Caves Express on Fridays and 


Saturdays 


Paris Metro Stations Closed 

Five Paris underground stations 
closed from December 9 in order to 
electricity, according to the Paris Radio 
The stations are stated to include St 


were 
Save 


Sulpice, Picpus, Breguet-Sabin, and Pont de 


Flandre 


Steel Sleepers in Germany 

Germany has prohibited the use of steel 
sleepers on branch railway lines, according 
to press reports. Another ruling is that 
rails weighing more than 30 kg. per metre 
(approximately 60 lb. per yd.) must not be 
delivered to users other than the German 
State Railways; the only exception is 1D 


respect of grooved rails for tramway lines. 


Ni 
since 
Fre! 
coul 
repe 
dent 
nm ( 
86) 
map 
pied 
posi 
Ger! 
Frar 
suit 
mall 
railv 
the 
to ( 
fuel 

‘ repe 
tran 
dd 
dem 

Fr il 


trafi 


ton 
in 
Sita 








KUM 








1943 
he 
a! le 
a for 
n 1Cc- 
( dy 
dT 
| r 
= 
h rv. 
gT \ins 
due in 
rf 
l 
lakh 
©u r 
56 
cre | 
lakhs 
€ iS 
pront 
result 
: being 
Je te ¢ 
India 
ia 
‘Pa 
nd 
s f 
‘aspial 
ed 
ling 
‘SCT1 
Bu y 
e la 
i¢ Ss 
uth 
Ty 
es nd 
gol 
hich is 
0 ft 
yithi 
hway 
every 
dur 
‘vices 
rect 
St 
seTV 
, 2 
tra 
Mi 
n 
ind a 
equir 
n add 
ernigh 
is well 
ns 4 
es Ex 
narking 
rs f 
ided in 
iys and 
dd 
iS Ww 
to save 
Radio 
ide St 
Pont de 
of steel 
cordit 4 
is that 
r metre 
not be 
rerman 
m is 1D 
’ lines. 





KUM 


January 1, 1943 


The Position of the 
French Railways 


Neatly eighteen months have passed 
since we published a review of the 
French railway situation, so far as it 
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per 


ld be gathered from Continental press 
; and messages from our correspon- 
ts in neutral countries. This appeared 
issue of July 25, 1941 (pages 83- 
nd was accompanied by a railway 
» showing the division between occu- 
1 and Vichy France. Now that the 
mn has changed once more with the 
occupation of the whole of 
nce (from November 11), it seems 
le to essay a further review. The 
difficulties with which the French 
system has had to contend are 
esults of rolling stock shortage (due 
‘erman requisitioning); reductions in 
upplies; shortage of lubricants; and 
ted R.A.F. attacks against the 
port system of Northern France. In 
tion, the existence of the line of 
ircation between occupied and Vichy 
ind the blockade, have diverted 
unaccustomed routes 


man 


to 


TRAFFIC 
ording to Le Temps of September 1 
passenger traffic on the railways in- 
ed by 40 per cent. between June, 
1, and June, 1942 No hope was 
ed of any amelioration in the appal- 
condition of overcrowding in passeii- 
trains, which had formed a staple 
of jokes and cartoons for more than 
ir Reductions in passenger services 
recorded in our January 30, 1942, 
page 173), and further reductions 
n on July 1, and again on Septem- 
1 Holidaymakers and children on 
ion were warned that they must 
ger their journeys to avoid the rush 
between September 27 and Octo- 
4 \ reduction took place on 
ver 5, preliminary to a still 
r reduction from November 2. The 
ber reduction involved the suspension 
1¢ daily express trains between Lyons 
and Lyons and Marseilles 
that travel permits were to 
ntroduced denied in Le Temps 
10 Tickets of admission, 
iccess to the train but do not 
seat, have long been issued 
certain of the trains most likely to be 
crowded. 
) drastic rolling-stock 
ugh German requisitioning, 
that by the end of 1941 the 
issenger train was less 
days by more than 70 
number of carried 
National Railways 
1 to a figure within 10 per 
1938 figure of 539-9 millions, a negli 
difference if the passenger traffic on 
railways of Alsace and _ Lorraine, 
h were included in the pre-war total 
ubtracted [The average length 
however, 16 per cent 
increases of 20 per cent 
July 1 last, and of 
for workmen’s fares) 
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Goops TRANSPORT 


1e average daily number of goods 
ns loaded during 1941 reached only 
er cent. of the pre-war total, but the 
| tonnage showed an increase of 2 per 
1938, if the total for Alsace and 
1ine is subtracted. Ihe number of 
cilometres increased by per cent., 


15 | 
ncrease due to the longer hauls neces- 
d by the 


on 


direction of sea-borne 
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traffic exclusively to the Mediterranean 
ports (traffic passing through Marseilles 


was 200 per cent. higher than before the 
war), and by the necessity for transport- 
ing foodstuffs to the stock and distribu- 
tion centres instead of direct to centres of 
consumption. The carriage of the larger 
tonnage in the reduced number of wagons 


was effected by a great increase in the 
average load, which rose from 9 metric 


tons in 1938 to 10-8 tons at the end of 
1941 and 11-5 tons at the end of April, 
1942. 

The steadily worsening conditions of 
goods transport in both French zones was 
considered by the Neue Ziircher Zeitung 
of August 4 to be the main contributing 
factor in the inadequate distribution of 
food supplies, a situation which did not 
improve during the summer months, 
when increased quantities of fruit, fresh 
vegetables, and other provisions were 
available, because these supplies failed to 
reach the large centres of consumption in 
sufficient bulk. 

Orders were given that loadings were 
and_ holidays; 


to continue on Sundays 
consignees were to remove their goods 


promptly from the stations and were to 
accept delivery on Sundays and holidays; 
stations were to remain open for 14 hours 
a day; the hours worked by railwaymen 
were to be increased to a spreadover of 
16 hours with a three-hour rest interval 
included; except in special circumstances, 
no goods were to be accepted for dis- 
tances under 25 km. (154 miles); a re- 
duced tariff was to be given to firms 
which undertook to dispatch their goods 
by complete wagon-loads to avoid waste 
of time in completing loadings; and the 
return of goods or their re-dispatch was 
to be discontinued. There is no particular 


novelty in any of these arrangements, 
which are on the same lines as_ those 


adopted in many other European coun- 
It is uncertain to what extent they 


tries. 

have been applied, but there seems no 
reason to doubt that they represent the 
attempted practice Goods rates were 
increased by 10 per cent. on July 1 last. 


ROLLING-STOCK REQUISITIONING 


German requisitionings ind the addi 
tional wear and tear involved in heavier 
loads increased mileage and reduced 
lubrication, are understood to have re 


duced France’s rolling stock to less than 
50 per cent. of the pre-war figure, but the 


precise figure 1s not known A percent 
ige of slightly under 60 per cent. seems 
to have been widely iccepted as approxi- 
mately correct in the early part of the 
present year and it was reported in 
August that Germany had obtained 
nother 1,100 locomotives, 800 passenger 
carriages, and 37,500 wagons, in addition 
to those previously requisitioned Che 
pre-war stock of — the French National 
Railwavs was 18,500 locomotives, 31,100 
carriages, 515,000 wagons, and 700 rail 


car®rs. 
The execution of German orders by the 


French manufacturers of locomotives and 
railway equipment together with the 
shortage of iron and steel and other raw 


material, has made it impossible to relieve 
transport difficulties by adding to the 
existing railway stock Accordingly, 
attention has been devoted to securing 
more rapid loading and unloading; 
operating block trains between  speci- 
fied points; and arranging daily allo- 
cations of empty wagons in zones (with 
the whole scheme supervised by a special 
committee of distribution meeting once a 
week to allocate for the country 
as a whole). 


to 


wagons 
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Shortage of lubricants seems common 
to all parts of the European Continent, as 
indeed it was in enemy countries towards 
the end of the last war, and naturally 
France has suffered more severely than 
the occupying Power. Drastic measures 
were taken in France to reduce the con- 
sumption of lubricants for locomotives 
from 18,870 tons in 1938 to 7,845 in 1941, 
a reduction of 58 per cent.; and from 
6,190 to 2,845 tons, or 54 per cent., for 
wagons. The failure of farmers to respond 
sufficiently to the appeal made by the 
railways in 1941 for them to plant colza 
and rape for the production of substitute 
lubricating oils, resulted in only 5,000 ha 
being harvested in 1942, according to 
Garonne of August 21. 

STAFF 

Germany’s requirements for French rail- 
waymen caused these to figure promin- 
ently in the demand for labour under the 
veléve scheme. No precise information on 
the numbers demanded is available, but 
it has been reported that the Germans at 
first asked for 150,000 railway workers 
and 45,000 skilled railwaymen, or more 
than 25 per cent. of the personnel of the 
French National Railways. When this 
was refused, they reduced the demand to 
a total of 20,000. Even these have not 
been forthcoming; indeed, the only news- 
paper report of the departure to Germany 


of any body of railwaymen was of 20 
men who were members of the Service 
d’Ordre Légionnaire. A strike resulted 


when men at the railway depot at Oullins 


were designated for transfer to work in 
Germany 
RAILWAY DAMAGE AND REPAIR 
Information has been received that, of 


the 475 underbridges on the French 
National Railways system stated in our 
July 25, 1941, issue (page 84) to have been 
damaged during the course of hostilities in 
1940, 380 had been reconstructed, 23 aban- 
doned, and 20 repaired for single-track 
working only, by the end of last vear, at 
the conclusion of which period also work 
on a further 52 bridges was nearing comple- 


tion. Of the 62 overbridges, 46 are said 
to have been replaced by the end of last 
year \ll temporary structures had dis- 
appeared by May, 1942. It is stated that 
the total length of track which was de- 
stroyed for the purpose of hindering the 
German armies was about 20 miles. 

On the other hand, traffic on several 
French lines has had to be suspended 
recently as a result of the transfer from 
France to Germany of several thousands 
of yards of railway track, many _ loco- 
motives, and other railway materials, 


according to Radio Morocco on November 
23 
HE TEN-YEAR PLAN 


Fowards the end of 1941, 
Government made 
year plan ot 
his included 


system 


the Vichy 
provision for a ten- 

transport improvement. 
the construction of a road 
linking up with the German Auto- 
bahnen; the electrification of all railway 
lines in the south of the country; the 
provision of new rolling stock; port ex- 
tensions at Marseilles; and the construc- 
tion of the Mediterranean-Niger section of 
the Trans-Sahara Railway. All this work 
was intended to be effected under German 
advice and with" German assistance. 
Some road construction has been taken in 
hand; port extensions at Marseilles have 
been begun; a certain amount of rolling 
stock has been built; and short sections 
of the M.-N. Railway have been finished. 
The precise progress of the plan is not 
known, but the total work executed is 
not believed to be extensive. 








20 


Plymouth Transport 
Co-ordination 
Although the important 


transport co-ordination arrangements at 
Plymouth between Plymouth Corporation 


passenger road 


and the Western National Omnibus Co 
Ltd. (an associate of the G.W.R. and of 
Thomas Tilling Limited) were carried 
through with very little publicity, the 
irrangements speedily attracted public 


ittention by reason of complaints made 
ibout changes in local bus facilities as a 
result of the scheme The inquiry held 
it Plymouth on November 12 and 13 by 
Alfred Robinson, the South-Western 
Regional Commissioner, fully vindicated 
the value of the scheme and accepted the 
reasonableness of the fares 

The operators themselves sug 
detail 
ind schedules, 
sioner has sanctioned, but nothing 
in the course of the inquiry, or 
stated in the Commissioner’s subsequent 


oir 


general 
harged 


modifications to some 


which the Commis 


ge sted 
routes 
arose 

was 


memorandum, to cast doubts upon the 
desirability and effectiveness of the 
scheme 

Brief details were given in our issues 
of November 9 and 20, but it may be 
recalled that for many years past the 


Plymouth neighbourhood has provided an 
example of an area in which motorbuses 
of the company and the corporation have 
operated along the same routes, but with 
limitations imposed upon the company 
vehicles in respect of journeys within the 
municipal area The Plymouth Corpora 
tion received under its Act of 
1915 to provide and run buses within the 
borough, and the first of the corporation 
motorbus service was begun on July 12, 
1920 Recently 23 regular daily bus 
routes were in operation, with-an aggre 
route length of 92 miles The roll 
ing stock employed totalled 216 vehicles, 
of which 206 were Leyland double 
deckers, seating 48 passengers (144 were 
diesel engines and the balance petrol en- 
gines); 7 Dennis 48-seat double-deckers 
A. E.( Regent 48-seat double 
and only 2 were single deckers, 
both Leylands, seating 26 With this 
fleet Plymouth Corporation provided 
ipproximately 80 per cent. of the local 
passenger road transport, and the balance 
hands of the Western National 
Omnibus Co. Ltd. and its associates 
Whatever may have been the advan 
tages of affording protection to the muni 
ipal services in the earlier days of the 
road transport industry, the trend of 
recent vears for large sections of the local 
population to move from the town centre 
to dormitory areas close to or beyond the 
municipal boundaries has _ materially 
iffected the position and resulted in some 
f available transport = services 
been made on more than one 


powers 


gate 


one 


decker 


was in the 


waste ( 
Efforts have 


occasion to evolve some method of over- 
coming this, as had been achieved in 
many other parts of the country by 


irrangement between municipal and com 
pany operators, but until recently it was 
not found possible to arrive at a common 
icceptable to both parties in the 
Doubtless the exigencies 


basis 
Plymouth area 


war, and the urgent need to make the 
most economical use of transport, facili- 
tated the resumption of discussions, and 
the present scheme for co-ordinating bus 


services came into operation on October 1 
last. 
The 


was executed on 
have recently 


formal agreement 


November 2, 1942, and we 
been afforded the opportunity of per 
using the full text. In broad outline the 
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division of re- 
area, in fixed 


scheme is_ based 
ceipts within an agreed 
proportions decided upon as a result of 
experience in previous years. The co- 
ordinated area is defined on a map which 


upon a 


is attached to the agreement and upon 
which has been based the map that we 
reproduce herewith. The co-ordinated 


services comprise all those of public ser- 


vice vehicles (including tramcars) used 
by either party for the conveyance of 
passengers for hire or reward in the co- 
ordinated area under the provisions of 
the agreement, but exclude any vehicle 
used on a service partly within and 
partly outside the area upon which the 


6d. or more is 
the area 


minimum single fare of 2s. 
charged between any point in 
and any point outside. Also excluded are 
vehicles used on excursions and _ tours 
partly within and partly outside the area, 


and vehicles used for private-hire in a 
similar way. 

[The agreed shares in relation to the 
division of miles and receipts are 80 per 
cent. to Plymouth Corporation and 20 
per cent. to the Western National Omni- 
bus Co. Ltd Miles run are taken as 
miles operated in public service, exclud 
ing non-revenue garage or depot runs 
ind other dead mileage. Advertising 
revenue is excluded from the pool of 
receipts. The pooled receipts in respect 


of services operating partly within and 
partly outside the area (other than those 
with the 2s. 6d. minimum single fare pre- 
viously mentioned), comprise the propor- 
tion of the total fares and charges which 
the miles operated on the service within 


the area bear to the total miles operated 
on the whole service 

The receipts also include such propor- 
tions of the Western National Omnibus 


Company's share of receipts from the 
Plymouth—Exeter and the Plymouth 
forquay services (operated jointly by the 
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operated in the co-ordinated area by the 
company on such services is of the total] 
miles operated by the company under its 
joint arrangement with the Devon 
company. 

It is provided that the miles run on the 
co-ordinated service in any period shall 
be operated by the vehicles of the respec- 
tive parties as nearly as possible in the 


agreed shares, unless prevented by any 
cause outside the control of the parties 
As many of the Western National bus 
routes have been maintained by singk 
deck vehicles, and the intention of the 
agreement is to stabilise the position as 
it was at the date of the establishment 
of the joint arrangement, the agreement 


provides that the ratio of single-deck 
vehicles to double-deck vehicles operated 
by the Western National Omnibus Com 
pany on the co-ordinated service shall 
not (except with the approval of the 
Plymouth Corporation) exceed the ratio 
operated on September 30, 1942, which 
was 2°363 single-deck vehicles to 1 doubl 
decker 


Both parties retain their own fleets of 
vehicles and remain responsible for their 
maintenance, replacement, and operation, 
and for the employment and control of 
their respective staffs, including drivers 


and conductors 

rhe joint committee established undet 
the scheme consists of five persons nomi 
nated by the Plymouth City Council 
and three nominated by the company 
Both corporation and company may aj 
point members to act in _ the 
absence of their principals. Corporation 
members and reserves hold office during 
the currency of the municipal year in 
which they have been appointed. The 
company members and reserves remain in 
office until death or resignation or re- 
moval from office by the company. The 
Chairman is always to be appointed from 


reserve 
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Sketch map of the area covered by the Plymouth Transport Co-ordination 
agreement 
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decision is to be binding upon the parties 


un! it is approved by a majority of 
both corporation and company represen- 
tat In the event of failure to agree 
ul iny matter, the question in dispute 
is to be referred for determination to an 
arbitrator jointly to be agreed, on the 
ipplication of representatives of either 


he agreement became effective on 


October 1, 1942, and continues in force 
intil terminated by due notice on the 
| of either party. Such notice must 
I given in writing not less than one 


vear before December 31, 1947, or 
ember 31 in any subsequent year. 

\s from October 1, 1942, the agree 
nt made on February 1, 1933, between 
parties and the arrangement operat- 
for many years for the payment by 
company to the corporation of a 
yportion of the receipts on the com- 
buses in respect of journeys to 
Devonport Dockyard has 


ny’s 
d from 


ised 








Railway Talks to the 
Forces 
By H. G. Davis* 


gun site, nearly four 
nearest village. The 
ckout has descended over the country- 
le and it is pouring with rain. I step 
rom the outside darkness into a long low 
my eyes become accustomed 
of artificial light, I see rows 


[The scene 1s a 
iles from the 


jut, and, as 
the glare 


officers and men in khaki, who are 
werly waiting to learn something of 
vhat happens behind the scenes on the 
British railways A screen has been 
erected at one end of the hut. I unpack 
y portable film slide projector and a 
lozen willing hands are thrust forward 
o help me 

Maybe the Commanding Officer says a 


w words of introduction, although even 
his small formality is frequently omitted. 
Then the lecture commences. For about 
45 minutes I discourse on the building of 
comotives and rolling stock, the erec- 
tion of famous bridges, the laying of per- 


nanent way, colour light signalling, elec- 
rification, railway docks, and so on, to 
ippreciative hearers. The talk finishes 
| then come the questions. ““ What 
ype of ball bearings are used on a loco- 
tive turntable?’’ ‘* How much coal 
consumed on a locomotive between 
Kings Cross and Edinburgh?”’ What 
ippens when the communication cord is 
ulled ?’ ‘What is the total weight of 
diesel railcar?’’ ‘* How is a London 
tube excavated ?”’ ‘How do the run 
ing costs of steam and electric traction 
ompare ?’’ One has to be prepared for 
nything. Over twelve months of lec- 
tures to the Forces has not robbed the 
questions of an element of surprise. 


Recently, I addressed about 150 young 
Idiers, all 19} years of age or under, 
nd every question related to legal or 
matters. I was asked what 
rrangements are made between railway 
ompanies and local authorities as to the 


upkeep of road bridges over railway 
rack, or vice versa, and was faced with 


roblems relating to public level crossings. 
One meets with very little criticism of 


the railways in the course of these talks, 


ind never with destructive criticism. 


* Mr. H. G. Davis is IT 
lations Department at Waterloo Station, Southern 
recorded his impressions after 
Forces 


mber of the Public 





ctures be has given to H.M 
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Generally, there is a widespread apprecia- 
tion of the way in which the railway com- 
panies are carrying on under difficulties 
resulting from war conditions, and ther« 
is also a genuine desire to hear why cer 
tain things are done, or not done. Rather 
surprisingly, one finds the women just as 


interested as the men. When I first 
visited a mixed battery, I had some 
doubt as to whether or not these railway 
talks would appeal to the girls, but I was 
soon reassured. 

The Regional Committees for Educa 


tion among H.M. Forces are responsibl 


WILL Give AM HLLOSTRATED 
LECTURE IN THE REST-ROOM 


ee 


R LLL) Wenders y 
of Yreal Britain 


Poster used locally to announce a lecture vy 


Mr. H. G. Davis 


these lectures, and the 
British railways welcome the opportunity 
of co-operating with them. Within a 
period of 13 months, I have addressed 
127 audiences, involving some 9,000 per 


for arranging 


sonnel, and to give these talks I have 
travelled approximately 3,600 miles. The 


visits often involve a long and awkward 
journey in the blackout, and sometimes 
necessitate plodding through snow, sleet, 
and rain, with an occasional ride in an 
army lorry through a north-east wind. 
Whenever possible, the units arrange for 
1 lecturer to be met at the nearest station 
or bus stop, but sometimes local circum 


stances prevent this, and then it is neces 
sary to use some tact in locating the 
destination point, because one can 


hardly wander about a strange district in 
the dark asking the local inhabitants for 
directions to the nearest military concen 
tration. A keen and _= appreciative 
audience more than outweighs the incon 
venience of the journey, and the extent 
of the appreciation may be gauged by 


the fact that I am frequently asked to 
pay two, three, and four visits to the 
same unit. The most popular subjects 


for lectures appear to be Railway en- 


gineering wonders of Great Britain,’’ 
‘‘ Electrification of British railways,’’ 
‘* Railway research,’’ and ‘‘ Railways 
and the economic life of Britain.’’ It is 
not long since I was informed, at an 
isolated site, that these lectures often 
form a basis for discussion for two or 
three days afterwards, and, on learning 


this, I felt that ice, snow, fog, and a cold 
journey, even if in the blackout and after 
a busy day at the office, were small 
things to face in return for the interest I 
was providing for the Forces 





21 


Christmas and New Year 
Messages 


Below we give extracts from a number 
of Christmas and New Year messages 
which have been addressed to transport 
workers : — 


Lorp LeatHERS, Minister of War Trans 
port :—During the last twelve months you 
have carried out the complex movements 
of men and supplies with efficiency and 
despatch in the face of many trials and 
difficulties. The results of your labours 
are now apparent. Through you, Russia 
has been strengthened, the Armies of the 


Middle East have been built up, and 
great blows for freedom have been struck 
in the Eastern and Western Mediter 
ranean. The offensive actions begun this 
year will be continued in 1943 with in 
creasing vigour and, as the pace of war 
quickens, so also must the pace of trans 
port. Therefore to all seamen, railway 
men, and dockers, to all those employed 
in the running of lorries, buses, trams 
canal boats, and barges, to all engaged 
in the maintenance and repair of ships 
vehicles, and roads, | say—God_ speed 


your eftorts 


SIR JAMES MILNE, General Manager 
G.W.R The advent of the New Year 
attords me this opportunity of sending 


seasonal greetings to every member of the 
staff, and of conveying to them my grateful 
thanks for their splendid contribution to the 
war effort during the past twelve months 
Events have amply demonstrated the 
essential part which transport performs in 
helping our progress towards victory, and 
many tributes have been paid to the mag 
nificent achievements of railway personnel 
who by their skill and endurance have nevet 
failed to respond to abnormal calls which 
have been made on their The 
ensuing year will inevitably involve an 
intensification of our activities, and inspired 
as we are by the recent successes of our 
Forces in the field, I am sure we shall all 
endeavour again to maintain the great 
reputation of the company. 


services. 


Mr. G. LEEDHAM, Secretary & Manager, 
Cheshire Lines Committee :—Once again it 
is my happy duty to express my best 
wishes for a merry Christmas and a happy 
New Year. I am only too well aware of 
the immense problems and difficulties which 
you have been able to deal with so success- 
fully, and it is quite obvious to me that the 
vast volume of traffic which has_ been 
attracted to the committee’s lines could not 
have been dealt with without the full co- 
operation of the staff. It is impossible for 
me to discriminate between all the various 
grades which have done such unequalled 
work, but here at headquarters I do feel 
that special mention must be made of the 
operating and traffic grades in the various 
marshalling yards and large depots and 
those responsible for keeping traffic moving 
on the running lines, on whom has fallen the 
main burden of working under the difficult 
handicap of blackout, bad weather condi- 
tions, long hours, and depleted staffs. We 
have been fortunate in the past year in not 
receiving attention from the enemy in the 
same degree as during the previous two 
years, but that is a danger for which we 
must of course always be fully prepared. 
We have on the Cheshire Lines a tough job 
to carry out, but I feel, with the collabora- 
tion of all members of the staff, we shall pull 
through even if 1943 should impose still 
greater burdens on us. In closing I should 
like to express my confidence in the future 








in the determination of all members ol 
the C.L.C. staff to do their part to the 
itmost in “ finishing the job 

LORD ASHFIELD, Chairman, London 





Passenger Transport Board By normal 
tandards the year which is now drawing 
to a close has been a year of especial 
litticulty We must be thankful for the 
espite from enemy raids that has been 
ouchsafed to us But our task has con 
tinued to be conditioned by adverse factors 
beyond our control that inevitably arise 
trom the war—by the continuance of the 
lackout, by the growing shortage of 

ential materials, by the loss to the Armed 
forces of many of our skilled colleagues 
Che pressure and strain have been heavy 

times Yet through the splendid spirit 
nd dogged purpose of its staff, London 
fransport has carried on and _ faithfully 


We can in 
been a year of 
adverse circumstances 


charged its responsibilities 
1942 


iny triumphs ovet 


itl iy that has 
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board’s services have been maintained and 
the millions were transported to and from 
work, blackout or no blackout, with that 
efficiency which the travelling public of 
London has learned to expect from us. | 
cannot praise our women too highly ; they 
have shared with men in safeguarding undet 
difficult conditions our high reputation for 


service Ihe Prime Minister in his recent 
broadcast said “‘ 1 know nothing that has 
happened yet which justified the hope 
that the war will not be long or that 


bitter and bloody years do not lie ahead 


and urged us to make the good fortun: 
we have experienced the means fot 
vaining more and a spur to further 
effort It is in this realistic but confident 


mood that we approach the fourth year ot 
the wat 1943, with the enormous might 
of the United Nations increasingly on the 
offensive, will undoubtedly see great events 
and with courage, determination and hard 
work on the part of us all, the close of the 
year should see us appreciably further on 
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Mr. 1 Ek. THomMAs, General Mana 
Operation), L.P.T.B \ message at 
season should not be given unless it 
tains something of good cheer. If we | 
it the war situation there is much comf 
there always is when the enemy has 
make excuses. Excuses are not necessary 
when success is obvious. London Trans 


port has to make them on occasion beca 
it is not possible to reach the high stand 
in public service that is expected in Lond 
We are short of material and have to 
sparing in th fuel and rubber 
particular ; but we can still contrive g 
workmanship and provide the best serv 


use of 





within our means We have good wor 
men and workwomen, who, by the exer 
of their skill, can make an austerity 

ment look almost as good as one ma 
without restrictions That is the messa 
of good cheer The part which transp« 
has to play is vital, in that it is essential 
the proper conduct of all business. Yo 
concern is to ensure that London Transpx 








lin triumphs each member of the the road to victory. We here willdo much does not fail through lack of eftort. Th 
is entitled to share Supplies ordin to ensure success for our country’s efforts is a hop in expectation, and so fai 
rily considered indispensable have often if we regard transport as one of the speat realisation Be cheerful and helpful t 
en unobtainable ind the difficulties heads of war industry and if we continue wards the great public it is our duty 
vhich must arise from the use of sub- to serve the community, as we have done serve. Show that frayed tempers and b 
titutes or supplies inferior to our normal in the past, faithfully and well. It is with manners have no place in our organisatio 
tandards have been surmounted by what these thoughts in my mind that I wish Happiness comes from work well done 
efore the war would have been regarded as you and your families a happy Christmas choose to be happy in 1943. You have n 
TACK f ingenuity and patience [he anda brighter New Year best wishes 
Public Co-operation in mum would be tollowed by other classes init and Spe ent ot the passenge 
> _ rhis would tend to maintain a standard requiring transport by dividing the figure 
I assenger lransport movement for different, periods of the day, by 100, 1,670 vehicles would be needed fc 





\t meeting ot the Graduates and 
Students Society of the Institute of Transport 
ri ently Nir | I Cowderoy, M-Inst.1 
lealt ith the need for co-operation by 
t public nthe endeavours which 

ere bein made to provide an adequate 

rvice of } enger transport It will be 
lled that in our October 16 issue the 
t n lation to the Underground 

\ 1 W explained and diagrams were 

eproduced showing the number of pas 
vers using five Underground stations at 
( time ot the day 

| ddress Mr. Cowderoy pointed out 

it passenger transport was one of the 

sential public services now being adapted 
» the needs of the country, and as it was 
indamental that the public interest must 
e served, a responsibility rested with thx 

to co-operate with the transport 
indertakings to that end rhe questior 
ose as to the best method to be adopted 


n making a practical approach to its attain 


, 
| 
ne in mind that 


ent It should be bor the 
ir had brought with it many difficulties 
ind ne spects of the problem ; the con 
ervation of fuel had demanded a reduction 
1 the pre-war mileage amounting to 25-30 
per cent. ; the building of vehicles had been 


30 severely restricted that transport under 


takin which had old and obsolete stock 
ould replace these only by borrowing 
ehick Other problems also had to be 
ret some of the difficulties might, of 
ourse, be only temporary 
lhe spreading of peak periods was the 
eal problem and was one which could bs 
chieved only by public co-operation. The 
graphs, Figs. 1 and 2, reproduced herewith 
ire based on the number of buses in service 
luring 24 hr. and volume of traffic carried 
n London they show that a considerable 
imount of accommodation is not being used 
partly due to the uneven flow of traffic and 
part to the conditions of labour applicable 
to transport. Endeavours should be made 
to co-ordinate all traffic movements on a 
pre-determined plan whereby the gradual 
wildis ip of one las it trathe to maxi 


which would permit of the provision of 
economical services to meet demands. An 
example of this was shown by the following 


table viving suggested starting times, lunch 
periods, and finishing times for different 
workers 
Industrial 6.0-8.0 a.m 
Offices 8.0 9.0 a.m 
Shops 9.0-10.0 a.m 
Schools 9.15-4.15 p.m 
Shopping and miscellaneous 10.0-4.0 p.m 
Luncheons 12 noon-3.0 p.m 
Offices 4.0.6.0 p.m 
Industrial 4.30 7.0 p.m 
Evening sports 7.0-10.0 p.m 
Cinemas and theatres 7.30 11.0 p.m 


Che Statutory Orders which had resulted 


in spreading peak periods over two hours 
had helped to ease matters Che principal 
Statutory Order was that which dete! 


mined the hours during which shops wer 
to be open Generally these were fixed to 
enable and encourage shoppers to travel 
during slack periods and leave town before 
the workers needed transport. Subsequent 
orders had controlled the hours of sport 
theatres and cinemas. Most of the problems 


atiecting the transport of workers had 
arisen since the introduction in 1918 of the 
8-hr. day When this became effective the 


veneral desire had been to work 4 to 5 hi 
before lunch and 3 to 4 hr. afterwards. The 
following table gives the starting time of 
approximately 500,000 people and shows 
that little consideration has been given to 
transport fac ilities for conveving workers 


6.00 a.m 9,000 
6.15 a.m 200 
6.30 a.m 1,000 
6.45 a.m 300 
7.00 a.m 48,000 
7.15 a.m 27,000 
7.30 a.m 123,000 
7.45 a.m 55,000 
8.00 a.m 167,000 
8.15 a.m 7,500 
8.30 a.m 30,000 
8.45 a.m 8,000 
9.00 a.m 24,000 


{In this table the number of employees 
at each starting time could be considered 
an indication of the relative carrying 
capacity of the transport required for each 
quarter-hour. From this it could be seen 
that, assuming 50 passengers to be a vehicle 


as 


the 8 a.m 
demand 


shift if, however, the loc: 


up to 8 a.m. be evenly spread ove 


hours, 6—S 





the two a.m., only 480 vehicle 
would be needed, including the 8 a.m. shift 
[hree proposals had been made as 
partial compromise the abolition o 
workmen's fares, which had a time facto 
towards the end of which they tended to 
encourage heavy tlows of traffic a partial 
idoption of a 9-hr. day ind lastly, thi 
idoption of two or three shifts a day 
Phe cessation of availability of workmen 
travel at 8 a had coincided with the 
prevalent adoption of an 8 a.m. start t 


} 


workpeopk Chis clashing had caused con 





siderable congestion on the last few vehick 
arriving at 8 a.m If workmen’s fares had 
been abolished it would be easier to dete 
mine the shift-hours of workers, as ther 
would be no encouragement for worker 
who did not commence until after 8 a.m 
travel on the early vehicles Che partial 
adoption of a 9-hour day would separat 
the starting and finishing times from thos 
adopted for an 8-hour day Phe adoptior 
ff three daily 8-hour shifts; 6 a.m. t 
2 p.m., 2 p.m. to 10 p.m. and 10 p.m. 1 


6 a.m. would further stagger workers move 
ments I-ven if the proposals set out above 
would still remain the 


need for the grouping of firms to work out 


were adopted there 


how these ideas could be applied to ensul 
the sufficient traffic throughout 
the peak hours. On top of this there was 
the handling of shop assistants and clerical 
staffs at various times either side of 9 a.m 
It would be difficult to segregate all th: 
flows of traffic but the simplest approach t« 
the problem would be to take a census ot 
the number of passengers on a_ vehicle 
wriving at a traft point the number set 
down and picked up, the number departing 
and the number left behind 

\s the seeking of public co-operation 1 
matters of transport was in its infancy 
efforts had first been directed to improving 
the distribution of traffic for factory 
workers. The urgency of the need for co- 
operation had grown with the dispersion 
of industries 


even flow of 
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Staff and Labour Matters 


Railway Wages 

[he Railway Staff National Tribunal 
consisting of Sir John Forster (Chairman 
Sir Charles Bruce-Gardner, and Mr. J 
Hallsworth, has issued its award (No. 9 
dated December 9, 1942) on the claims pre 
ented to it by the National Union of 
Railwaymen and the Associated Society of 
Locomotive Engineers & Firemen at hear 
ings on November 11 and 12 and December 7 

The claim of the N.U.R. was for an 
increase of 10s. a week (£26 a year in the 
case of salaried staff) in the rates of pay of 
all grades in the railway service and that of 


the A.S.L.E. & F. for increases ranging from 
4s. to 12s. a week in the rates of pay of 
lrivers, motormen, firemen, and engine 
leaners 


rhe tribunal's decisions follow 


On the claim by the National Union of Railway 


le 
1) That as from June 24, 1942, the following 
pecial war advances shall be granted to the 
indermentioned staff employed by the railway 
ompanies named in the Railway Control Orde: 
lated September 1, 1939 (excluding the staff of 
the London Passenger Transport Board) a 
ered by the national agreement 
t) Conciliation 
, Adult males (other than rail 
way-owned d iff 5 0 el 
making a total war advance 
f 16s. a weel 
Junior mal 2 hy vee} 
making a total war advance 
Ss i ef 
\dult female 5 ’ vee} 
iking a tal 1 1 
of 12s. a ri 
unior femal 7 a 
mak 1 total wa 1 nee 
f Gs. a week 
salaried t tas tid was 
aivale vat 
Staff paid 
salary 
Salariec equivalent 
tall rates 
d. 
\dult males £13 12s. a vear 5 O a week 
making a total war advance 
f £41 12s, a vear for 


alaried staff and of 16s. a 
week for staff paid salary 
equivalent rates 


) 


£6 16s. a veal ~ 6a week 


ital war advance 


unior males. 


making a t 


of £20 16s a vear for 

ilaried staff and of 8s. a 
week for staff paid salary 
equivalent rate 

Adult females 3s. 9d. a week 3 9a week 

making a total war advance 

of 12s. a week for salaried 

iff and for staff paid 
ilary equly ilent rates 

unior females Is. 9d. a week 1 9 a week 

making a total war advance 

of 6s. a week for- salaried 

taff and for staff paid 
lary equivalent rates) 

2) The additional amounts set out in 
Clause (1) above shall absorb as from June 24, 
1942, all war advances granted by the com 
panies since January 6, 1941, the date from 
which the special war advances awarded by 


Decision No, 7 of the tribunal applied, but they 
the increase of 4s. 6d. a week 
in the total war wage of certain grades of the 
conciliation staff awarded by Decision No. 8 of 
the tribunal and of increases consequent upon 
the application of the last-mentioned decision 
ind (11) any increases in standard rates of wages 
or salary scales 


ire exclusive ot (1 


3) Railway-owned dock staff 

Phat as from June 24, 1942, the composite war 
wage in operation from March 9, 1942, of rail 
way-owned dock staff shall be increased by 5s 
a week. 

(4) The additional amounts set out in Clauses 
1) and (3) above shall be taken into considera- 
tion in calculating overtime, Sunday duty, and 
night duty payments, also aggregation allow- 
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ances, but shall not be taken into consideration 
in connection with superannuation or pensions. 


(5) Standard rates of pay for juniors (other than 
engine cleaners) 
hat as from June 24, 1942, the standard 
rates of pay for junior conciliation staff (other 
than engine cleaners) up to age 18 inclusive shall 
be increased by the following amounts : 
Increase 


Age a 
15 or under 1 6a week 
16 2 6a week 
17 2 6a week 
18 l 6 a week 


On the claim by the Associated Society of Locomo 
tive Engineers & Firemen 
(1) That as from June 24, 1942, the following 


special war advances shall be granted to the 
undermentioned staff employed by the railway 
companies named in the Railway Control Order 
dated September 1, 1939 (excluding the staff of 


the London Passenger Transport Board) and 
covered by the national agreements 
Drivers, motormen, firemen, assistant motor 
men, and cleaners 
s. d. 
Adult males 5 0 a week 
making a total war advance 
of 16s. a week 
Junior males 2 6 a week 
iking a total war advance 
of Ss. a week 
2) The additional amounts set out in Clause 


1) above shall absorb as trom June 24, 1942, all 
zranted by the companies since 


January 6, 1941, the date from which the special 


war advance 





ir advances awarded by Decision No. 7 of the 
tribunal applied, but they are erclusive of (i) the 
increase of 4s. 6d. a week in the total war wage 
f certain grades of the conciliation staff awarded 
Decision No the tribunal and of increases 
consequent upon the application of the last 
entioned decision and (ii) ar increases in 


tandard rates of wages. 


3) The additional amounts set out In Clause 





l hall be taken into consideration in 
cal g ertime, Sunday duty, and night 
duty payments, also aggregation allowances, but 
hall not be taken into consideration In connec 


tion with superannuation or pensions. 
See editorial article, page 4 








Questions in Parliament 


Canal Traffic 

Mr. W. H. Oldfield (Manchester, Gorton 

Lab.) on December 16 asked the Parlia 
mentary Secretary to the Ministry of War 
Iransport whether he had considered the 
need to increase the use of the canals 
between Leigh, Barton, Stretford, Sale, and 
Manchester, in particular, and other parts 
through which the canals run; and would 
he make a statement 

Mr. P. J. Noel-Baker (Joint Parliamen- 
tary Secretary, Ministry of War Transport) 
stated in a written answer Every effort 
is being made to increase the traffic on 
the canals, including the Bridgwater Canal, 


up to the limit of their capacity. If 
Mr. Oldfield wi give more particulars 
of the traffic he has in mind, I will be 


happy to look into the matter 
Public Travel during Christmas Period 

Captain Peter MacDonald (Isle of Wight 

C.) on December 16 asked the Parlia- 
mentary Secretary to the Ministry of War 
Transport whether he could make any 
statement with regard to his requirements 
about public travel during the Christmas 
period 

Mr. P. J. Noel-Baker, in a written answer, 
stated : The arrangements which have been 
made for public travel during the Christmas 
period are broadly similar to those made for 
other Bank Holiday periods during the past 
twelve months. The railway companies 
have received instructions that between 
December 21 and 29 no more trains may be 
run on any weekday or Sunday than have 
been run on any ordinary weekday or 
Sunday, respectively, in December, 1942. 
Trains may continue to run in parts, but 
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each part will count as a separate train 
There will be no additional facilities for 
travel by road. The dates of leave for 
members of the Armed Forces have been 
so adjusted as to reduce leave travel at 
Christmas time much possi 

Vouchers for visits to evacuees, and free or 
assisted travel on leave by the civilian staff 
of Government departments, will be sus 
pended. The Minister of War Transport 
is confident that the public will desire that 
as at other Bank Holidays, essential wai 
traffic shall have priority, and that, in 
their own interest, they will refrain from 
making journeys which are not essential 


as as 


Passenger Traffic in London Area 

Mr. R. W. Sorensen (West Leytor 
Lab.) on December 16 asked the Parl 
mentary Secretary to the Ministry of W 
Transport whether he was now in a position 
to review the effect of the withdrawal of 
cheap travelling fares; and, in particulai 
whether he would give the reduction in 
the number of passengers carried on wet 
days and on Sundays by London suburb 
trains and by trolleybuses, and tul 
railways, respectively 


buses, 


Mr. P. J. Noel-Baker stated in a writt 
reply Mr. Sorensen will appreciate th 
the figures of traffic carried in differé 


months are affected by seasonal variatio 
and other changing factors, including, f 
example, the cessation of the Green Li 
coach = services For this reason, it 
impossible to isolate and measure the effect 
of the withdrawal of cheap-day fare 
Comparing the total bookings on the mait 


line railways throughout the country 
full ordinary, monthly return, and cheap 
day fares in September and Octohi 


respectively, there was a reduction of ove 

24 per cent This compares with a seasona 
reduction of about 11 per cent. between the 
corresponding months of last year In the 
London area the number of passenge! 
journeys on the main-line railways was 
1,266,482 less in October than in Septem 
ber. In 1941 the corresponding redu 

tion was 377,841 It is not possible t 

give separate figures for Sundays and week 
On the London Transport Board 

railways the number of passengers wh 

previously travelled at cheap-day fares wa 
very small, and the effect of withdrawing 
these fares is not discernible. On the road 
services of the London Passenger Trans 
port Board the passenger receipts fot 
October show a small decline (2-3 per cent 

compared with September, and some of this 
reduction was due to the withdrawal of the 
Green Line coaches In terms of mileage 
the net saving effected by the cancellation 
of the Green Line coach services amounts 
to about a million vehicle miles a month 
It has not been for either the 
main-line companies or the transport 
board to augment their normal train 
services to deal with any of the previous 
Green Line coach passengers who may 
have transferred to rail services. 


days 


necessary 


Bus Passengers 

Major Sir Adrian Baillie (Tonbridge—C. 
on December 10 asked the Parliamentary 
Secretary to the Ministry of War Transport 
to what extent preference was given to 
long-distance passengers on buses ove! 
short-distance passengers; and to what 
extent preference was given to war-workers 
travelling on buses over non-war-workers. 

Mr. P. J. Noel-Baker in a written reply 
stated Much consideration has _ been 
given to these matters and_ various 
measures, suitable to the local con- 
ditions, have been adopted where cir 
cumstances warrant and conditions are 
suitable Among the expedients to protect 
long-distance passengers are minimum fares 
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jimited-stop services, relief buses, and 
reduction or segregation of stopping places. 
In iny places systems are in force to 


preference to workers by according 
pI ty to the holders of twelve-journey 
ti in others, war workers are given 
or other distinguishing symbols 
entitle them to priority of travel 
lition, arrangements for the staggering 
f rking hours, the early closing of shops, 
» adjustment of hours of opening and 
x of entertainments have been made, 
ny department has appealed to the 
to avoid travel at rush hours and 
ilk short distances. In all these ways, 
ts are being made to ensure that neither 
» who have long distances to travel nor 
workers shall be crowded out of the 
buses. As Sir Adrian Baillie will appreciate, 
lis stage of the war a very high propor 
f the civil population is engaged upon 
Ww work in one form or another, and any 
system involving discrimination needs most 
ful operation and adjustment to meet 
| needs and conditions 
lajor A. M. Lyons (Leicester East—C.) 
December 16 asked the Parliamentary 
Secretary to the Ministry of War Transport 
ther he was aware of the fact that in 
tain towns in the North Midland region 
buses were run for those having permits 
the last ordinary services now oper- 
whether his attention had been 
called to the fact that where accommodation 
existed in such later transport admission 
was refused to soldiers in full kit proceeding 
me on short leave ; and whether he would 
instructions that any such 
uld be allowed to travel in 
rt if accommodation existed 
Mr. P. J. Noel-Baker stated 
eply I am glad to be able to 
Major Lyons that on December 10 the 
Regional Transport Commissioner issued 
tructions that, if there was room, service 
ien with kit should be allowed to travel on 
buses which are provided for priority 
travellers 


il re 


soldiers 
such trans- 
in a written 
inform 


lransport Facilities at Trafford Park 
Mr. W. H. Oldfield (Manchester, Gorton 
Lab.) on December 16 asked the Parlia- 
entary Secretary to the Ministry of War 
Cransport whether he was awaré of the 
need for improved transport facilities to 


nd from Trafford Park, Davyhulme, and 
ther parts; what action was to be taken ; 
nd had consideration been given to the 
ise of the Bridgwater Canal for carrying 


passengers in suitably speeded-up barges 
Mr. P. J. Noel-Baker As Mr. Oldfield 
there is a Local Transport Con 
Committee in this area, which is 
videly representative of the travelling 
public, including the workers, and in which 
complaints can be raised about the trans- 
port services which are provided. Il have 
not, however, received any complaint that 
the existing services are inadequate either 
ym this consultative committee or from 
the factory managements. The services are 
inder constant review and adjustments are 
nade from time totime. I regret that the 
Bridgwater Canal is not suitable for a 
passenger service. In order to avoid 
amage to the banks, the maximum speed 
permitted is about four miles an hour 
Che average speed for a passenger service, 
including stops, would, therefore, be appre- 
iably less. 
Mr. Oldfield, on December 16, also asked 
the Parliamentary Secretary to the Ministry 
f War Transport whether he had considered 
the need for the institution of a ferry service 
ross the Manchester Ship Canal between 
lrafford Park and Weaste, to operate day 
nd night; and, if not, would he have an 
investigation made into the proposal 


awar®re, 
iltative 
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Mr. P. J. Noel-Baker, in a written answet 
stated: I have received no evidence that 
the ferry service proposed by Mr. Oldfield 
is required, or that it would promote the 
war effort. If he will let me have such 
evidence, I will make further inquiries. | 
should warn him, however, that the pro- 
posal would involve various technical and 
other difficulties and that the full efficiency 
of the navigation on the ship canal would 
be the predominant consideration on which 
a decision would be based. 


Reorganisation of Rubber Control 


Mr. J. Parker (Romford—Lab.) on 
December 16 asked the Minister of Supply 
what steps he proposed to take to re- 


organise the Rubber Control 
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Sir Andrew Duncan (Minister of Supply) : 
In view of the complexity of the measures 
necessitated by the shortage of crude rubber 
and the change-over to synthetic, 1 have 
felt it necessary to strengthen the Rubber 
Control, and I am glad to say that Mr. E. 
Gore-Browne, who is Vice-Chairman of the 
Southern Railway, has consented to become 
Controller. He will have under him a 
Director of Rubber, a Director of Tyres, 
and an Adviser on Synthetic Rubber Usage. 
Mr. Ascoli has agreed to act in the first 
capacity, Lord Rothes will remain Director 
of Tyres, and Mr. A. Healey, who has wide 
technical knowledge of rubber manufacture, 
has been appointed to the third post 
Consequential adjustments in the organisa- 
tion of the control will be necessary. 








Railway and Other Meetings 


Central Uruguay Railway 


The ordinary general meeting of the 
Central Uruguay Railway Co. of Monte 
Video Ltd. was held at River Plate 
House, Finsbury Circus, London, E.C.2, 
on December 29 last. Brigadier-General 
F. D. Hammond, C.B.E., D.S.O., Chair- 


man of the company, presided. 


The Secretary, Mr. A. ie Medlycott, 
read the notice convening the meeting 
and the auditors’ report. 

The Chairman, in the course of hi 
speech, a copy of which was circulated 
with the report and accounts, said that 


the latter showed that, despite an increase 


of £96,453 in gross receipts, the balance 
on revenue account was only £1,133 
higher; this had been mainly due to two 
causes. The first was an increase in the 


wages bill which had operated for the last 
four months of the financial year The 
second cause was the steadily rising cost 
of stores, particularly that of fuel oil, the 
company’s largest single item of expen 
diture; the total fuel bill had doubled in 
three years. Actually had been con 
sumed in 1941-42 than in 1939-40, be 
cause the Ganz motor had been 
introduced since 1939, replacing some ot 
the trains; and the diesel oil 
in them included in the hire-charge 


less 


coaches 


steam used 


was 


paid to the State Railways and therefor 
did not enter into the company’s fuel 
bill. At the present time the amount a 
ton which the company was having to 
pay for fuel oil, by the time it had re 
ceived it in its tanks, was over four times 
the pre-war figure [he balance carried 
to the net revenue account thus was 
approximately the same as in 1940-41, 
but the credit side of that account 
showed losses under three other heads 
The Government guarantee of the 
Eastern Extension had expired, depriv- 
ing the company of a source of income 
which, in the previous vear, had been 
worth {£33,504 The other items were 
exchange differences and _ income-tax 


adjustments, which together accounted 
for a decrease of £40,763. The result was 


that only £113,457 (against £189,128) 
had been able to be appropriated to 
renewals. The board viewed the ques- 
tion of renewals as paramount and 


urgent, so that the track and equipment 


might be maintained in such a state as 
would enable it to carry the traffic. As 
the time was approaching when the 


second debentures would lose their income 
status and become due to receive their 
interest in full, the renewals question had 
been discussed with representatives of 
large holdings of the debentures and an 


Co. of Monte Video Ltd. 


independent report on the track, which 
had been arranged for, had confirmed the 
report of the company’s engineers. In 


addition to track, renewals were necessary 


to rolling stock, workshops plant and 
equipment, and to general works. It was 
difficult to gauge the cost of work and 
the trend of prices for some time ahead, 
but, so far as could be estimated, the 
essential requirements of renewals would 
ibsorb any surplus earnings which thi 
company justifiably could expect in view 
of operating conditions and costs. 
Concerning prospects, another serious 
difficulty had arisen, but one which, it 
was hoped, would be of a comparatively 


temporary nature. In June, warning had 


been received at very short notice that 
supplies of fuel oil drastically would be 
curtailed The train service had.had to 
be cut by roughly a quarter. The com 
pany was striving by all means in its 
power to supplement the oil with other 
fuel, and so far had met with some small 
measure of success, but again the pros- 
pects of supply were uncertain It was 
particularly hard to be forced to discour- 
ige the public from travelling, and from 
despatching any but essential goods, 


when such pains and such hard work had 
been devoted to building up the traffic 
Naturally that curtailment of fuel had 
had its effect on gross receipts, which 
had fallen, for the first four months of 
the financial year, from £402,000 to 
£380,400, though, during the past few 
weeks, improvement had _ been 
shown. The General Manager had read 
justed the tariffs and introduced certain 


some 


increases. By law, three months’ notice 
had to be given for alterations in good 
and livestock rates, and new tariff books 
had had to be prepared and published 
Therefore, the new rates could not be 
brought into force until January 15, but 
passenger fares had hgen raised on 
November 15. Nevertheless, it was 
feared that a fall in net receipts in the 
current financial year, as compared with 
those of the previous one, must be ex- 
pected. 

The report showed the steps which, 
with the greatest regret, the directors 


were taking to release the company from 
some of the obligations to the debentur: 
holders in the face of these difficulties. 

The Chairman was glad to record that 
the company’s relations with the 
Uruguayan Government had_ remained 
excellent. He also paid a special tribute 
to the company’s staff in Uruguay. 

The report and accounts were adopted. 








Notes and News 


Railway Lighting Restrictions.—The 
Railway Executive Committee announced 
recently that, so long as the present lighting 
restrictions remain in force, the railways 
cannot modify their existing systems of 
illumination , 

Argentine North Eastern Mora- 
torium.—tThe trustees for holders of the 
5 per cent. debenture stock and debentures 


of the Argentine North Eastern Railway 
Co. Ltd. have extended the interest mora 
torium for a further year to December 31 
1943 


Entre Rios Railways Co. Ltd.—The 
company is paying interest on the 4 per 
cent. debenture stock of 2 per cent. actual 
plus interest on arrears, for the half-year to 
March 31, 1940. Interest for the half-year 
to September 30, 1939, was paid on 
November 16 last 

John Thompson Engineering 
Ltd.—The directors have declared a divi 
dend on the 5 per cent. cumulative pre 
ference shares of £1 each, at the rate of 


Co. 


9 per cent. per annum for the half-year to 
December 31, 1942, payable January 1 
1943, to shareholders on the register on 
December 11, 1942 

Midland Red Contribution to Red 
Cross & St. John War Fund.—tThe 


directors of the Birmingham & Midland 


Motor Omnibus Co. Ltd. have sent £105 to 
the Red Cross & St. John War Fund rhe 
sum of 48,000 has already been contributed 
to the Fund by the employees of the 
company 

Swedish Commercial Aviation.—The 
schemes of the Svenska Lloyd shipping 
interests for a regular post-war air line 
between Gothenburg and London (see out 
December I1 issue, page 590) have been 


prepared on behalf of the associated com 
pany Svenska \ero Llovd L.B which 
was formed in 1941, and is controlled by the 


shipping company 


Paraguay Central Railway.—The total 


number of train-km. run by mixed trains 
and goods trains on the Paraguay Central 
Railway was higher in 1941 than in 1939, 
although goods, parcels, and _ bags 





trathic declined during this period. Passer 
ger traffic, however, showed an increase ; 
1,243,820 passenger tickets were sold in 
1941, compared with 1,238,009 in 1939 
Wellington Grey & Bruce Railway 
Company.—FEstimated earnings for the 
half-year ended December 31, 1942, applic 
able to meet outstanding interest on the 
| cent redeemed up to and 
including January 1, 1942, will admit of 
the payment of £6 3s, 6d. on each £100 bond. 
Chis payment will be applied as follows 


7 per bonds 


£3 8s. 8d. balance due for Coupon No. 124 
due July 1, 1932 and £2 14s. 10d. on 
account of Coupon No. 125 due January | 
1933, and will be made on and after today 
January 1, 1943) at the offices of the 
Canadian Natiqnal Railway Company 


42-45, New 
Fire alongside G.W.R. main line. 
An outbreak of fire occurred about 9.15 
p.m. on Saturday, December 19 
Hayes & Harlington Station on the Great 
Western Railway main line; a one storey 
building was gutted within 40 yd. of the 


Broad Street, E.C.2 


close to 


down main-line platform. A porter in- 
formed the local police station and, 
before the arrival of the first contingent 
of firemen, Mr. H. Stowe, the G.W.R 


Stationmaster, had organised volunteers 
who with two jets of water prevented a 
large coal dump from igniting. All ex- 
press passenger and freight trains to and 
from Paddington were diverted to run 


THE RAILWAY GAZETTE 

between Southall and Slough by the local 
suburban lines Within two hours the 
outbreak was well in hand, but the 
reflection had been plainly seen in London 
on one side, and Reading, over 25 miles 


away, on the other 

East Midland Motor’ Services 
Limited.—This company, now a _ sub- 
sidiary of B.E.T. Omnibus — Services 


Limited, secured in the year to September 
30, 1942, an income of £198,822 (£164,287). 
After deducting licences and fuel duty 
£26,900 (£22,284) taxation £148,250 
(£122,400), provision for deferred main- 
tenance £4,250 (nil), and fees £1,500 (£1,440), 
there is a net profit of £17,922 (£18,163) 
rhe dividend is maintained at 7 per cent 
tax free, and the carry forward is £9,206 
(£8,784). 


G.W.R. Goods Brake Vans.—Before 
the war it was the G.W.R. practice to 
illocate a large number of goods brake 


vans to particular yards or depots and, 
to facilitate their return, the vans 
the name of their home station Due, 
however, to the alteration in the flow of 
traffic and the number of un- 
balanced special trains it is now neces 
iry to run daily in connection with the 
national war effort, the old arrangement 
longer economic as it involves a 
certain amount of cross haulage and does 
not necessarily meet traffic requirements 
In order to secure the more economic dis- 
tribution and use of the vans, therefore, 
irrangements are being made to reduce 
the numbers allocated to particular 
depots to those required for special put 
branch line working, 
majority to be distri 
the system according 
requirements 


bore 


large 


is no 


poses, such iS 
leaving the 
buted 


to day-to 


great 
throughout 
day 


Presentation to Mr. A. L. Gregory. 


\t the conclusion of the monthly joint 
meeting of the R.E.C. Mineral Managers’ 
Committee and the Coal Merchants’ Con- 


sultative Committee on 
presentation was made to Mr. A § 
(“‘ Peter ’’) Gregory, who, until his recent 
retirement, held the position of Assistant 
to Mr. ¢ N. Mansfield, Assistant Chief 
Commercial Manager (Coal), L.M.S.R., as a 
mark of the regard and appreciation in 
which he is held by the mineral managers 
and their representatives on various com 
mittees In making the presentation, M1 
Mansfield, Chairman, thanked Mr. Gregory 
for the services he had rendered to the 
Mineral Managers’ Conference and Com 
mittee over a long period and said he hoped 
that Mr. Gregory would enjoy many peace 
ful and happy vears of well-earned retir 
ment Mr. C. Furber (G.W.R.), Mr. A. E 
Hammett (S.R.), and Mr. A. S. Railston 
L.N.E.R.) endorsed the Chairman’s 
remarks and added their own appreciation 


December 16, a 


of Mr. Gregory’s invaluable assistance at 
their deliberations In accepting the 
presentation, Mr. Gregory thanked the 
gathering for the gift, and for the senti- 


ments expressed, and said that he would 
retain many happy recollections of his 
association with the mineral managers and 
their representatives 

Control of Iron & Steel 
Scrap) Order, 1942.—This Order, which 
came into December 10, 1942, 
fixes maximum prices for classes of alloy- 
steel scrap, not previously separately 
covered, as follows: Manganese molyb- 
denum heavy steel scrap, free from other 
alloys, £4 16s. 3d. a ton; short heavy 
shovellable manganese molybdenum steel 
turnings, free from other alloys, £3 1s. 3d. 
a ton; carbon chrome heavy steel scrap, 
free from other alloys, (a) for use in high- 
frequency electric, and crucible, furnaces, 


(No. 27) 


force on 


January 1, 1943 


in small pieces to the specification of the 
buyer, £7 ls., and (b) for all other uses 
£4 16s. 3d. a ton; short heavy shovellable 
carbon chrome steel turnings, free from 
other alloys, £3 Is. 3d. a ton; chrome 
molybdenum heavy steel scrap, containing 
not more than 0-5 per cent. nickel, and free 


from other alloys, (a) for use in high- 
quency electric, and crucible, furnaces, in 
small pieces to the specification of the 


buyer, £8 Ils., (6) for all other uses, £5 a 
ton; and short heavy shovellable chrome 
molybdenum steel turnings containing not 
more than 0-5 per cent. nickel, and free from 
other alloys, £3 5s. a ton. Copies of the 
Order may be obtained from His Majesty's 
Stationery Office, Kingsway, W.C.2 r 
through any bookseller, price 1d. 
Southern Railway Aid for the Red 
Cross.—On December 17 the last 
series of smoking concerts, which have bi 
held at Dover once a month since Ap 
1941, and at which the talent has be 
provided by local railwaymen and wom 


ol a 


and by Service personnel, took place at 
the Priory Hotel, when Mr. P. Nun 
London (East) Divisional Superintendent 
Southern Railway, was present. The c 
certs have been held in aid of Red (C1 
funds, for which they have raised £315 
on the last occasion, extra sums we 
collected also from the sale of gifts tro 
outside contributors 

Landslip on G.W.R.— On the night 
December 8 last, a slip occurred on th 
G.W.R. main line between Wearde and 


St. Germans, Cornwall, in the cutting 1mm 
diately adjac nt to the east face of Wiveli 
combe Tunnel, which fouled the down road 
and necessitated the temporary cessation of 
traffic on both lines The cutting at th 
point is about 80 ft. deep through shak 
rock, and, probably due to the percolati 
of rain water, the ground at the top of the 
cutting for a considerable distance back 
has moved towards the railway over a lengt! 
of aboyt 200 ft. This necessitated the diver 
sion of passenger trains via Wadebridge and 
30dmin Road for a time, but single-line 
working was introduced for freight train 
and, on December 18, passenger trains als 
were allowed to work past the site. It 
estimated that from 8,000 to 10,000 cu. v« 
of rock had to be removed 


Scottish Railway Stockholders’ Pro- 


tection Association.\t the annua 
meeting of the Scottish Railway Stock 
holders’ Protection Association Limited on 


December 15, the chairman, Mr. John 
Miller, said that in three years of war the 
railways had proved themselves the most 


reliable and effective transport servic 
which the country possessed If the rail 
ways had broken down under the strain 


road transport would not have been abk 
to make good the defect ; in war or peac« 
rail transport was the supreme life-line ot 
the nation Nevertheless, although the 
shareholders had built up such an asset to 
the country, a sum of £70,000,000 of thei: 
capital was robbed of any dividend : it wa 
not surprising that they were demanding a 
“square deal.’ Commenting on the 
appointment by the British Railway Stock 
holders’ Union Limited of a committee to 
inquire into the present and future positions 
of the railways from the stockholders 
standpoint, Mr. Miller expressed the view 
that the railways would be run more 
efficiently under their pre-war form of 
management than under bureaucratic con 
trol. In the course of discussion, it was 
urged that it would have been only fair for 
the stockholders, like those of other com 
panies, to have received out of the revenues 
earned in wartime, something calculated to 
give at least a meagre dividend on all stock. 
As it was, the £43,000,000 paid to the rail- 
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INGTON GREY BRUCE RAILWAY 
IMPANY, 7 PER CENT. BONDS 
HEREBY GIVEN 11 the estimated 
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f the Wellington Grey & Bruce Railway 
r the half-year ending 31st December, 1942 
et outstanding interest on the above 
ip to and including Ist January, 1942, 
payment of £6 3s. 6d. per £100 Bond 
payment will | ipplied as follows 
3 8s. Sd lance for Couy No. 124 due 
ist July, 1932 
2 14s. 10d., on unt of Coupon No. 125 due 
Ist Januar 1933 
made 1 ifter 1 January, 1943, at 
f tl ian National Railway Company 
H t br ist t, Lor E.C.2 
I ir day or 


H. CONEYBEARI 
» Secretary & Treasut 
1) 1 1942 
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OFFICIAL NOTICES 


i & THE MATTER OF LETTERS PATENT granted 


to GEORGE HEPPIE COWEN and FRANK 
HEWITT bearing date tie 16th February 1927 and 
numbered 286,072 for the invention of ‘ Improv 


ments in or relating to Spring Plunger Buffers as used 
for Railway and like Vehicles.” 


NOTICE IS HEREBY GIVEN that on the 3rd 
February 1943 an Originating Summons (1942 C. No 
1391) issued out of the High Court of Justice (Chancery 
Divi: ion) on behalf of MARGARET COWEN, FRANK 





HEWITT and GEORGE TURTON PLATTS AND 
COMPANY LIMITED asking that the term of the 
tbove mentioned Letters Patent may be extended for 
four years will come before the Hon. Mr. Justice 
Simonds for directions as to the hearing and that any 
person desirous of being heard in opposition must a 
least seven days before that date lodge notice of 
opposition (giving an address for service within the 
United Kingdom) at Room 156, Royal Courts ¢ 
Justice, Strand, London, and serve a copy thereof 
upon the undermentioned Solicitors and upon the 
Solicitor to the Board of Trade 
DATED this 18th day 


of DECEMBER, 1942 

G. B. & L. ELLIS, 

70 & 72, Chancery Lane, London, W.( 
upon whom all documents requiring servict 


Ne 
a 


Now on Sale 


Universal Directory of Railway Officials 
and Railway Year Book 
48th Annual Edition, 1942-43 
Price 20/- net. 


DIRECTORY PUBLISHING CO., LTD., 
33, Tothill Street, Westminster, S.W.1 


THE 


OFFICIAL ADVERTISEMENTS 


intended for 


\DVERTISEMENTS 


( FFICIAI 








insertion on this page hould | sent in as 
rly in the week possible rhe latest time for 
receiving official rtisements for this page for the 
current week issue is 9.30 a.m. on the preceding 
Monday. All advertisements should be addressed to 
The Railway Gazette, 33, Tothill Street, Westminster, 
London, S.W.1. 








companies left without dividend 

79,000,000 of railway capital, which was 

sented by solid assets [If the com 

es had been paid out of the profits on 

standard revenue, there would 
dividend for all stocks 


basis ol 


been some 
Distinctions.’’—A\ 

Distinctions is 
f the Rail 


Railway ‘* Class 
entitled Class 
presented to a 


meeting « 


Club at 57, Fetter Lane, E.C.4, on 
Saturday January 16, at 2.30 p.m by 
Charles E. Lee 
Collision at Newcastle... On Decem 
19 last, an electric train collided with 
tationary light engine on the High Level 
B 1o¢ Newcastle-on-Tyne \ portion ot 
t train was derailed, and it is stated that 


le passengers received injuries. 
Grand Union Canal Bill.—The Grand 
ion Canal Company is promoting a Bill in 
Parliament to make better provision for 
ulating the capital of the company and 
e administration of its affairs It pro 


poses to enlarge the powers of the company 


» retention, sale, lease, and disposal of 
ids, and as to the making of investments 
to, other undertak 
Prevision is also sought to be made 
obstruction to _ the 
iavigation by vessels liable to sink ot 
bstruct its use, and (5) user of the naviga 

n by unauthorised The com 
iny also seeks power to make bylaws with 

pect to the regulation, management, pro 

ion, and navigation and its 

vpaths, its reservoirs and other property 
ind the due carrying on of the undertaking. 
sought of certain provisions of 
sting Acts which have become inopera 

unnecessary r supertluous. 
Bus-Connection Information Service. 
On difficulties which travellers 


vessels 


use of the 


Repeal is 


ne of the 
ve experienced as a result of the with 
iwal of through motorcoach § services 
m London to provincial points is that 
journey now has to be made by rail 
provincial bus connections, and it is 
ften difficult to obtain any advance 
rmation concerning the buses To 
wedy this, London Coastal Coaches 
Limited has decided to retain and enlarge 
Central Enquiry Bureau at the Victoria 
Coach Station, for the collection and dis 
\ination of such information to enquirers 
We understand that most of the provincial 
companies have given their whole- 
irted co-operation to the scheme, and 
it timetables of their services are being 
lected and filed at the Victoria Coach 
Station, so that the information concerning 
provincial bus services in relation to the 
rival and departure of trains will be readily 
iilable to the general public. 


th 


” 


‘* Merchant Navy Class Locomo- 
tive Naming Ceremony.—<At Waterloo 
Station, on December 18 last, Lord Vestey 
who was received by Mr. Robert Holland- 
Martin, Chairman of the Southern Railway 
Company, named the tenth of the ‘‘ Mer 
chant Navy ”’ locomotives of the 
Southern Railway Blue Sta after the 
ceremony, he accompanied the locomotive 
to the departure platform whence it took 
the 12.50 p.m. train to the west of England 
Mr. Holland-Martin opened the proceed- 
ings, and explained that the ‘‘ Merchant 
Navy class locomotives were symbolic of 
the company’s close connection with the 
sea, on which in the past, from its Channel 
ports, 43 steamers wove a shuttle service 


class 


between the Continent and England, and, 
from its great port of Southampton, liners 
and merchantmen went to all the main 


ports of the world. The first engine of the 


class was called Channel Packet, and the 
others had been named after famous 
shipping lines which used Southampton 


Now it was the turn of the Blue Star Line 
whose ships brought into Southampton 
merchandise and from Australia, 
from South America, and from many other 
parts of the world, and in peacetime had 
taken large crowds on cruises. He hoped 
that, when peace came again, the Southern 


stores 


Railway would see even more of their ships 
in Southampton. Lord Vestey, in replying, 
observed that locomotives, like ships, had 
personalities of their own. It was an addi 
tional interest for passengers to know~that 
the engine of their train had a name as 
well as a number 

Accompanying Lord Vestey were the follow 
ing officials of the Blue Star Line : Mr. Leonard 
Dewey (General Manager); Mr. A. A. Barrett 
(Secretary) ; Mr. F. Warriner (Freight Mana 
ger): Mr. T. Aggett (Passenger Manager) ; and 
Mr. G. H. Trott (Manager). Re >resentatives of the 
Southern Railway Company included: Colonel 
Eric Gore-Browne (Deputy-Chairman) ; M1 
E. J. Missenden (General Manager); Mr. John 
Elliot (Deputy General Manager); Mr. O. V 


Bulleid (Chief Mechanical Engineer); Mr 
R. M. T. Richards (Traffic Manager); Mr. G. 


Ellson (Chief Engineer); Mr. R. G. Davidson 
(Chief Accountant Mr. A. Cobb (Locomotive 
Running Superintendent); Mr. E. Burrow 
(Assistant to Docks & Marine Manager); Mr. 
Cc. Grasemann (Public Relations & Advertising 
Officer); Mr. C. F. De Pury (London (West) 
Divisional Superintendent); Mr. E. S. Moore 
(Western Divisional Locomotive Running 
Superintendent) ; Mr. F. Munns (Works Super 
intendent, Eastleigh); Colonel C. J. Francis 


(Stores Superintendent); Mr. W. J. Shorter 
(Assistant Public Relations & Advertising 
Officer Mr. J. L. Harrington (General Assist 


and Mr. E. Chard 
Eastleigh) 


ant to General Manager) ; 
(Chief Draughtsman (locomotives), 





Left to right: Lord Vestey. who performed the ceremony ; the driver of the engine; Mr. R. 
Holland-Martin, Chairman, Southern Railway Company; and Mr. L. Dewey. General 
Manager, Blue Star Line Limited, at the naming ceremony 
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7 services has recorded improvement in tended that in all instances these levels 
Railway Stock Market 1942. will necessarily be regained as time pro- e- 
e As shown ‘by the table below, home ceeds, but so far as can be judged, home | 
In response to the war news the under 1938 — a railway securities are still undervalued 
tone of the stock and share markets has high 1941 price During — the past few days” South 
remained very firm, although the volume &:W-R. oo ord. ‘ ican on as American railway securities have shown 
of business was again moderate Senti- A a Nahai = et 184 27; «an improving trend. United of Havana , 
ment was assisted by the tendency to os 4% pref. (1923) 704 Sit 63 debentures rose to 48}, the preference to 
higher pri in British Funds. Fi “5S » 4% pref. : 824 674 76 163, and the ordinary stock to 73, aided 
was 0 int i ber tl < ee rail see 4% guar. = 1024 974 102 by the Psu re vi Ming pow “ee ] me 
é laintain in the home railway sec L.N-E.R. pref. ord. 87; 33 4 ‘ ‘ port < latest 
tion, and junior stocks showed further » def. ord. 4ny i 44 —sotrraffics. At the end of 1941 these dehen- R 
mprovement on balance, aided 1} narket » 4% Ist pref. . 684 494 6l4 tures were no better than 14. Compared 
“ . : 7 th : ] t oo ti ? h “ , ” 4% ¢nd pref. ... 274 193 31% with a year ago, Antofagasta pref t _ ¢ 
V le sO le possibility ol sligh ' ugher EY 4% Ist guar. ... 974 87 97 < - apo, 4 adfdsta | eTe nce C 
dividends being announced in February ® 2d guar. . 914 77 89 stock has risen from 31} to 39; Argentine 
The current disposition is to hope for Southern ref ord. oe 87 634 744 North Eastern ‘‘C’’ debentures from 7} 
4} p t ( t W rd ' Sef, ord. 213 15% 224 to 16; B.A. Gt. Southern 5 per cent re. 
» per cent. on Grea estern ordinary L.P.T.B.°C° 84 40 543 ) , “A. ~~ 9. | . pre- 
igainst the 4 per cent. paid for 1941, and ference from 26} to 29; B.A. & Pacific i 
that 2) per cent. may be paid on both railway stocks ire now substantially 4 per cent debentures from 684 to 72 
L.M.S.R. ordinary and L.N.E.R. second above the levels ruling at the close of B.A. Western 4} per cent. preferenc: 
preference. In some quarters the assump 1941 rhis is in part a reflection of the from 20 to 28; Central Argentine 6 per 
tion is that pooled receipts may show an tre nd in values on the Stock Exchange cent. preference from 24} to 26; and San 
increase of up to £30 millions above the during the past twelve months. In the Paulo ordinary from 45 to 58. In-some 
€65,125,000 figure returned for 1941. The case of home railways the re is no doubt cases the rise reflects hopes that the 
rental received bv the railwavs under the that the rise has been justified as it has’ British-owned Argentine railways may be 
financial agreement is, of course, fixed at been due to general realisation of the accorded more equitable treatment from 
£43,469,000, and there is, therefore dividend position under the financial the authorities in that country, -it being 
little scope for improvement in dividends agreement and the attractive yields. realised that under existing conditions 
On the other hand, it is hoped that the Despite the improvement in values during there is very little prospect of improve- = 
large growth believed to have taken place 1942, yields are generous when compared’ ment in results. Canadian Pacifics, which Vol 
in pooled receipts, and the prospect that with those obtainable on many other were 102 a year ago, are now 173 = 
this will show further expansion in 1943 groups of securities. Moreover, it is During the same period substantial gains 
may induce the railways to distribute interesting to note that current prices are have been recorded in French railway 
income more fully; in some directions it in many cases well below the highest sterling bonds; Midi have risen from 23 
is not unlikely that revenue from ancillary levels recorded in 1938 It is not con- to 37, and Nord from 24 to 47 | 
I 
( 
Traffic Table and Stock Prices of Overseas and Foreign Railways | 
“ : I 
“ 
} Traffic for Week 3 Aggregate Traffics to date Prices | 
re oe Week = Totals mae 2 rr g | - 
sotiaacia 1941. 42| Ending Taesl Inc. or Dec. | 5 Increase or Piss 2 | 3 i ee T 
ob compared ae Silane Mae ese ¥ Decrease a Ea of |o4e 
tnis yea with 1941 z a as ear > a fa) = = 
£ £ £ £ £ 
Antofagasta (Chili) & Bolivia 834 20.12.42 27,890 1,060 5! 1,123,560 1,003,630 119,930 | Ord. Stk. 10} 344, 104 Nil ( 
Argentine North Eastern 753 19.12.42 11,748 + 2,058 25 331,740 285,216 + 46,524 - 6} 4 6 Nil ‘ 
Bolivar 174 Nov., 1942 6,380 1,690 48 53,519 43,194 10,325 | 6 p.c. Deb 5 5 18} Nil ha 
Brazil - - Bonds 8 244; 20 Nil ca 
Buenos Ayres & Pacific 2,807 19.12.42 108,000 22,200 , 25 2,232,300 1,958,100 + 274,200 | Ord. Stk. 7} 14 6 Nil 
Buenos AyresGreat Southern 5,080 19.12.42 178,980 14,100 25 3,562,500 3,311,880 + 250,620 | Ord. Stk 103 34 12 Nil 
Buenos Ayres Western 1,930 19.12.42 56,220 7,800 25 1,296,240 1,246,200 + 50,040 s 9 2} 124 Nil 
S Central Argentine 3,700 12.12.42 146,331 58,395 | 24 3,000,816 2,554,953 445,863 “s 8} 2¢ 8} Nil 
. Do 3 on . Dfd. 9} 4) 34! Nil I 
— | Cent. Uruguay of M. Video 972 12.12.42 26,719 | + 5,896 24 528,843 544,528 15,685 | Ord. Stk 9} | 5 Nil T 
< | Costa Rica 262 Oct., 1942 13,131 9,031 13 51,375 91,158 39,783 Stk 154 113 14 Nil } 
«| Dorada 70 Nov., 1942 16,530 3,470 48 173,705 136,030 37,675 | | Mt Db. 97 97 86} 6} 
S| Entre Rios 808 19.12.42 18,210 5,364 25 459,234 412,278 46,956 | Ord. Stk. 4 | Nil 
S/ Great Western of Brazil 1,030 19.12.42 20,600 + 5,700 SI 607,600 524,900 82,700 | Ord. Sh. Il,- 1/-| 28/9 Nil 
U \ International of Cl. Amer 794 Oct., 1942 3439,491 $30,010 42 85,072,794 34, 666, 581 $406,213 - 
% | Inceroceanic of Mexico - Ist Pref. 3 6d. 2 Nil ( 
<= | La Guaira & Caracas 22% Nov., 1942 8,885 1,960 48 80,810 72,370 8,440 5 p.c. Deb. 80 6; ¢ 
3 | Mexican 483 14.12.42 ps. 255,500 ps.8,200 | 25 ps. 6, = 600 ps. 7,052,700 ps. 223,100 Ord. Stk. é } 3 = Nil + 
9 | Midland of Uruguay 319 Oct., 1942 13,987 470 | 19 979 54,791 4,812 ‘ 
Nitrate 382 15.12.42 4,610 ° 2,874 Si tae 165 140,387 41,778 Ord. Sh. 66 / Itt 72/6 3; 
Paraguay Central 274 18.12.42 $3,572,000 $346,000 23 $94,157,000 $88,495,000 $5,622.000 Pr.Li.Stk.| 43 29 5is§ lle B 
Peruvian Corporation 1,059 Nov., 1942 77,634 14,137 19 414,622 355,843 58.779 Pref. 64 142 14} Ni 
Salvador 100 Sept., 1942 « 55,000 ¢ 10,000 14 « 183,000 c 156,172 c 156,172 
San Paulo 1534 13.12.42 37,625 612 5i 1,845,824 1,824,623 21.201 Ord. Stk 52 244 58 3} 
Talcal 160 Oct.. 1942 3,180 2.420 17 19,840 21,990 2,150 Ord. Sh. I 6/- 2 Nil 
\ United of Havana ; 1,346 19.12.42 61,399 38,129 25 1,065,020 480,568 584,452 Ord. Stk 24 i 8 Nil } 
\ Uruguay Northern 73 Oct., 1942 1425 38 19 4,730 5,392 662 : 
s ' 
© Canadian Pacific 17,039 14.12.42 1,095,600 142,200 50 48,650,200 41,934,400 6,715,800 Ord. Stk 134% 7% 16 Nil 1 
J ( 
Barsi Light 202. Oct., 1942 13,747 255 30 106,747 101,002 5,745 
Bengal & North Western 2,090 Oct., 1942 184,425 78,594 4 184,425 263,019 78,594 Ord. Stk. | 345 253 370} 5% 
« | Bengal-Nagpur 3,267 10 8 42 274,725 10,341 19 3,712,696 3,407,058 305,638 os 101 953 | 100 4. 
Uv , Madras & Southern Mahratta 2,939 31.7.42 341,625 133,549 18 2,714,939 2,473,086 + 241,853 o 105+, 1014 1054 7% 
= | Rohilkund & Kumaon 571 Oct., 1942 60,375 10,969 4 60,375 49,405 10,969 me 342 290 3584 44 
South Indian 2,402 31.7.42 197,725 31,400 18 2,246,577 1,759,595 486,982 a 100 87 100 44 
Egyptiin Delta 607 20.10.42 13,364 1,277. 31 224,460 157,047 67,413 Prf. Sh. 1h 29/- 34 Nil 
« Maula - B. Deb. 68 45 42 8% 
3) Midland of W. Australia... 277 Oct., 1942 35,093 12,188 14 119,414 81,882 + 37,532 Inc.Deb. 904 864 924 6 
= , Nige-ian ‘ . 1,900 29.7. 42 51,026 + 12,476 19 1,212,844 1,122,822 + 90,022 -- — 
S | South Africa ee 13, 291 3.10.42 789,943 — 57,895 29 20, 933, 48) 20,072,873 + 860,608 - - —- — 
| Victoria 4,774 June, 1942 1,410,451 + 945,742 - _ — -- — -- — ) 
? 
Note. Yields are based on the approximate current prices and are within a fraction of + Argentine traffics are given in sterling calculated @ 6% pesos to the £ 
+ Receipts are calculated @ Is. 6d. to the rupee § ex dividend ( 
cf 
t 
f 
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